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RAILROAD CONSOLIDATION 

From the time when the setting aside of the anti- 
trust laws so that consolidation of railroads might be 
effected was first talked about as a means of solving the 
railroad problem, we and some others—notably the Na- 
tional Industrial Traffic League—have insisted that, in- 
stead of laying down a cut and dried plan in conformity 
with which railroads must consolidate, if at all, and of, 
later, as some have suggested, compelling the railroads 
to consolidate in conformity with that plan if they did 
not do so voluntarily, the bars ought simply to be let 
down so that railroads might consolidate in a natural 
manner when they desired and when the Interstate Com- 
merce Commission found proposed consolidations to be 
in the public interest. But there was a wave of popular 
demand for immediate consolidations, enforced by more 
or less compulsory legislation. This wave has not en- 
tirely subsided but we note that it is becoming weaker. 
The thing more than anything else responsible for this 
weakening, we believe, is the fact that certain railroads 
have proceeded to consolidate along natural lines, put- 
ting their plans up to the Commission for approval re- 
gardless of whether or not they were in accordance with 
the tentative paper plan drawn by the Commission. The 
Van Sweringen brothers, of Cleveland, by their opera- 
tions, have contributed largely to the change in senti- 
ment to what we believe.to be right courses, partly be- 
cause they have shown the specific way to students of 
such matters, and partly because of the effect their ac- 
tions have had, in an advertising way, on the general and 
poorly informed public. That public sentiment is grow- 
ing stronger in favor of the kind of railroad marriages, 
dictated by natural attraction, that we have advocated, 
rather than the enforced alliances of convenience, advo- 
cated by others, in spite of the blind attitude taken by 
many financiers, politicians, and railroad men who ought 
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policy is sound. 

As a recent indication of the present trend of senti- 
ment in this respect, we have the action of the Invest- 
ment Bankers’ Association of America which, meeting 
in Cleveland this week, by adopting the report of its com- 
mittee on railroad securities, suggests the setting aside 
of a cut and dried plan of railroad consolidation for a 
more natural arrangement. The report of the committee 
says: 


We respectfully suggest that the association record its view 
that the interests of the railroads and of the public will be best 
served if the transportation act of 1920 can be so modified that 
consolidation plans will be subject to the permissive authority 
of the Interstate Commerce Commission, but will not rest on 
an obligatory or so-called “complete plan” of grouping prepared 
in advance by the Commission. 

Events of the year have undoubtedly emphasized the point 
that if the government desires group consolidations it can have 
them, provided the plan is not so rigid as to defeat its own 
ends, and individual initiative, always the American method of 
accomplishing results, is allowed to work as freely as possible 
under the broad supervision and guidance of the Interstate 
Commerce Commission. 


The fact that the merger whereby the Nickel Plate 
took over the Clover Leaf and other lines was approved 
by the Commission only after three years’ discussion and 
by the slenderest majority indicates, the report says, 
“that the battle for the so-called complete plan is not yet 
completely settled.” 

As to general railroad questions the report says: 
“Two fundamental points—the basis of valuations and 
the determination of what is a fair return—are still open 
and it may take the Supreme Court to determine the fun- 
damental laws on which future railroad regulations must 
presumably rest.” 


THE LA FOLLETTES AND THE FACTS 

Senator Ladd, of North: Dakota, addressing a La 
Follette-Wheeler meeting in Washington, September 16, 
said with reference to the railroads: 


Railroad rates for freight and passengers cannot and will 
not be substantially reduced so long as the Esch-Cummins law 
remains in force. The recent decision of the Interstate Com- 
merce Commission in the grain rate case thoroughly demon- 
strated this fact. 

Will the candidates of the old parties accept the challenge 
to squeeze all the water out of the railroads, and re-adjust the 
rates on a basis in conformity with the capital actually and 
wisely invested in the roads, and what it actually costs to give 
good service? In other words, are they willing to put the rail-- 
roads on an honest and efficient basis of public service, and al- 
low them reasonable compensation for service, or do they still 
insist upon following the old policy of their predecessors in of- 
fice in granting enormous dividends and profits on watered rail- 
way corporations? 


Notwithstanding Senator Ladd’s declaration that 
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railroad rates cannot and will not be substantially re- 
duced so long as the Esch-Cummins law remains in force, 
the fact is that, since the law has been in effect, trans- 
portation charges have been reduced approximately one 
pillion dollars—and the railroads have yet to earn the 
return prescribed under the “vicious” Esch-Cummins 
act. Perhaps Senator Ladd is not aware of that fact, or, 
if he is, perhaps he does not regard a billion dollars as 
a substantial reduction. The authority for the statement 
that a reduction of approximately a billion dollars has 
been effected is the Interstate Commerce Commission. 
In statements filed with the interstate commerce com- 
mittees in connection with hearings on section 15-a in the 
last session of congress, the Commission said: 


Reduced rates in accordance with the findings above out- 
lined were made effective July 1, 1922, and, except for current 
readjustments of individual rates or rate adjustments, have re- 
mained in effect to date. It is estimated that, roughly, the ef- 
fect of the reductions in question has been to lower the aggre- 
gate freight transportation charges of the country since the 
reduction almost a billion dollars. 


The figure of one billion dollars covers other reduc- 
tions in addition to those made effective in July, 1922, 
but all the reductions involved were made since the gen- 
eral increases of August 26, 1920. 

In the same statement the Commission said: 


Notwithstanding that the carriers were not earning the 
fair return contemplated by section 15-a, a series of freight- 
rate reductions.commenced about the middle of 1921, some pre- 
scribed by us and others made by the carriers either independ- 
ently or after consultation with us. In the fall of 1921 we con- 
ducted a general investigation with respect to grain rates in the 
entire territory west of the Mississippi river and the IIlinois- 
Indiana state line and ordered reductions removing, on wheat 
and its products, one half of the increase made in 1920, while 
coarse grains received not only this reduction but an additional 
one of 10 per cent. The above discussion of reductions in 
1921 and the early part of 1922 has been given in order to make 
it plain that, even though the carriers were not earning the fair 
return contemplated by section 15-a, that condition did not op- 
erate to prevent rate reductions where the rates were thought 
to be unreasonable, where there were satisfactory grounds to 
believe that reductions should be made to meet existing condi- 
tions, or where reduced rates would be likely to produce more 
net revenue for the carriers. 


In the grain rate decision which Senator Ladd says 
demonstrated that rates will not be substantially reduced 
so long as the Esch-Cummins law is in force, the Com- 
mission found that a 5.75 per.cent return on the value 
of. the roads in the western ‘district, adopted in 1920, 
would amount to $465,750,000.on an annual basis, as com- 
pared with the approximate actual return in 1923 of 
$389,704,000, or at-.the rate of 4.7 per cent. 

And on the point raised by Senator Ladd, the Com- 
mission made the following specific statement in the 
grain rate decision: : 


For the sake of clarity we add that our conclusion is not 
based upon the sole ground that the carriers as a whole in the 
western district are not making their fair return. That is only 
one of the considerations. Still less do we consider that when 
the rates assailed are shown to be unreasonable the commis- 
sion’s hands are bound so tightly by the provisions of section 
15-a of the interestate commerce act that we can not grant 
any general reduction of the nature before us unless and until 
the interested carriers as a whole in their respective groups 
make a fair return. 


Robert M. La Follette, Jr., in a statement said that 
the valuation of the railroads fixed by the Commission 
under the Esch-Cummins act was substantially the book 
value of the railroads. In the statement filed with the 
interstate commerce committees of congress referred to 
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in connection with Senator Ladd’s declarations, the Com- 
mission said, with respect to the value of $18,900,000,000 
fixed in Ex Parte 74: 

It will thus be seen that we took as the valuation upon which 
to base rates, a figure for the country as a whole more than 
$1,100,000,000 below the figures shown on the carriers’ books as 
their investment in property. It may be further mentioned that 
the carriers have, in other proceedings before the courts, con- 
tended for a basis of valuation which would aggregate for the 
country as a whole at least $26,000,000,000. 

The word “substantial,” when used by Senator Ladd 
or the junior La Follette, apparently, means something 
more than a billion dollars. 

A typical La Follette statement of misrepresentation 
with respect to the railroads was issued this week by 
the La Follette-Wheeler Progressive campaign head- 
quarters in the form of a chapter on railroads from the 
“Progressive” campaign text book. Discussing the re- 
capture clause of the transportation act, the La Follettes 
say: 

It is absolutely valueless as far as the public is concerned. 
No Class A railroad has paid a penny into the federal treasury 
and the few small railroads which have pretended to obey the 
law have paid in only the ridiculous amount of $233,789. 

If the La Follettes had desired to submit the facts 
to the public, they could easily have obtained them from 
the Bureau of Finance of the Commission. The facts 
are that 56 railroads have paid a total of approximately 
$4,700,000 into the Commission’s recapture fund. Of the 
56 carriers, five are Class I roads. It is presumed that 
“Class A” in the La Follette statement means Class I 
roads. . 

The following statement is made in the text book 
with respect to freight rates under the “Esch-Cummins” 
law: 

Under the terms of this law, freight rates were raised, ac- 
cording to Interstate Commerce Commission estimates, $1,500,- 
000,000 a year. This means a burden of $75 a year in freight 
rates alone on each of the 20,000,000 American families; but for- 
mer Director General of Railroads Walker D. Hines and for- 
mer chairman of the board of directors of the Santa Fe rail- 
road, is authority for the statement that every increase in 
freight rates is multiplied at least three times by wholesalers, 
middlemen, and retailers before it reaches the consumer. This 
means that the direct increase in the cost of living of the Ameri- 
can people attributable to the Esch-Cummins law is $4,500,000,000 
a year, or $225 for each American family. 

There have been varying’ estimates of what the in- 
creases under Ex Parte 74 would have produced had not 
the volume of traffic decreased in 1921 and at this time 
we are unable to find an official estimate by the Commis- 
sion that rates were raised $1,500,000,000 a year. How- 
ever, that is not the important phase of the matter. The 
misrepresentation lies in the fact that, according to offi- 
cial estimates of the Commission, rates have been re- 
duced approximately one billion dollars since they were 
increased under Ex Parte 74. The La Follettes make no 
mention of that fact. It would throw their calculations 
as to the cost of transportation to each American family 
considerably out of joint, even assuming that increases 
in freight rates are multiplied at least three times, as al- 
leged. Even if the increases under Ex Parte 74 should 
have produced $1,500,000,000 in freight revenues, the fact 
is that they did not, because traffic fell off, and before the 
effect of the increases under normal conditions could be 
ascertained a series of rate reductions were made 
effective. 
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Freight rates were increased in 1920 not because of 
the “Esch-Cummins” act but because they had to be in- 
creased to meet the increased cost of operation. The al- 
ternative was government ownership and operation with 
the public treasury making up the deficits. We quote 
the following from the Commission’s statement filed with 
the interstate commerce committees of congress in con- 
nection with the hearings on section 15-a: 

The average hourly compensation of railroad employes on 
June 30, 1916, was 27.6 cents, and on December 31, 1919, 56.5 
cents, an increase of 106 per cent, while the increase in total 
compensation of common carrier employes from 1916 to 1919 
was nearly one and one-half billion dollars. The increase of 
over 130 per cent in material prices and over 100 per cent in 


the hourly rate of pay of employes...... manifestly had a seri- 
ous effect upon common carrier expenses and net returns. 





FELTON SHOWS LA FOLLETTE PLAN 


The policy of railway regulation, including repeal of the 
Esch-Cummins transportation act, which is being advcated by 
Senator La Follette, “supported by a group of radical public men, 
labor leaders and socialists,” was denounced as “dishonest” and 
as intended solely to bring about Government ownership of rail- 
ways, in an address delivered before the Kansas City Chamber 
of Commerce, Sept. 24, by Samuel M. Felton, president of the 
Chicago Great Western Railroad and chairman of the Western 
Railways’ Committee on Public Relations. He said: 


I do not intend to talk politics and I am not talking politics when 
I point out how the policy regarding railways adopted by this group of 
men makes clear what is the railroad question that really confronts 
the nation. From the inception, over four years ago, of their cam- 
paign of misrepresentation and abuse against the railways and the 
transportation act, it has been a dishonest campaign—because while 
it has purported to be intended to secure fair regulation and reduc- 
tions of rates in the interest of farmers and other shippers, its true 
purpose has been to promote government ownership. 

This charge was long denied. Now, however, these men, having 
put up their true colors, can no longer sail under false colors. By 
declaring themselves for government ownership, they have publicly 
admitted that the policy of regulation they favor is really intended 
not to improve regulation but to bring about government ownership. 
If a man advocates now the same policy of regulation they do, the 


public can identify him as working for government ownership, whether 
he admits it or not. 


Mr. Felton contrasted the policy of regulation favored by 
those who desire to preserve private ownership and those who, 
he charged, are trying to destroy it. He said the principles of 
those who favor private ownership are embodied in the trans- 
portation act and are, first, that the railways shall be allowed 
to earn a fair return on fair valuation in order that the country 
may be provided with adequate transportation; second, that the 
public shall have a voice in the settlement of serious contro- 
versies between railways and their employees, and third, that 


the railways shall be honestly, efficiently and economically 
managed. 


Regarding the results of the application of these principles 
since the transportation act went into effect in 1920 he said: 


The average wage of railway employees (excluding officers sal- 
aries) in 1918 under government operation was $1,399 and in 1919, still 
under government operation, was $1,461. In 1923 it was $1,588. In 
every year since the Transportation Act was passed the average 
wage has been higher than ever before it was passed. 

Have the railways been efficiently and economically operated? 
Their expenses were enormously increased under government opera- 
tion and still further increased in 1920 by a large advance in wages 
granted by the Railroad Labor Board. In 1923 the railroads handled 
more freight than ever before, but their operating expenses were 855 
million dollars less than in 1920. Less than one-half of this reduction 
was due to changeh in daily and hourly wages. The rest was due to 
economies in management, 

Has the public benefited by the saving effected? Reductions in 
rates made since 1920 saved the public last year 683 million dollars. 
This year traffic has declined and the railways have further reduced 
expenses. In July their operating expenses were $5,078,000 a day less 
than in September, 1920, and the amount the public paid them for 
transportation was $5,105,000 a day less. Operating expenses are now 
$2,400,000 a day less than in the last month of government operation. 

These figures show vast economies and vast savings to the public. 
How have the railways themselves fared meantime? It has been 
constantly charged that since the transportation act was passed 
farmers and business men have suffered heavy losses, while the rail- 
ways have made big profits. This is untrue. In the ten years before 
government operation was adopted the railways earned an average 
return on their property investment of 5 per cent. In the last three 
and a half years they have earned an average of only 3% per cent. 

In spite of discouraging findncial results, the managers of the rail- 
ways have made a remarkable record in effecting economies, enlarging 
the capacity of the railway plant and improving service. Within the 
last four and a half years they have raised and invested in the prop- 
erties $2,500,000,000 of new capital, a sum three times as large as 
= government invested in them during the two years it was operating 

em. 

Unfortunately, because of inadequate net return, it has been 
necessary to raise this new capital chiefly by borrowing. In the four 
years ending with 1922 the preferred and common stock of the rail- 
ways increased only $86,000,000 while their funded indebtedness in- 
creased $1,420,000,000, or sixteen times as much. They must in 
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future raise less capital by going into debt, and more by selling stock, 
This can be done if the transportation act is left in effect and carried 
out in accordance with the spirit of its provisions. 

What is the alternative program offered by Senator La Follette 
and his following, including radical labor leaders, radical public men 
and Socialists? 

They offer, first, the Howell-Barkley bill: This bill failed to pass 
at the last session of Congress, but is still on the calendar of the 
House and will be brought up soon after Congress reconvenes, It 
would abolish the Railroad Labor Board. In this way it would destroy 
the representation of the public in the settlement of controversies 
arising between the railways and their employees. It would create a 
board of mediation and conciliation to mediate in controversies arising 
between the railways and the employees, but which would not have 
any power whatever to decide these controversies or to cause them to 
be arbitrated. There could not be arbitration in any case under the 
Howell-Barkley bill unless both the railways and the representatives 
of the employees voluntarily agreed to it. 

It has been for many years the practice of the railway labor 
leaders to refuse to agree to any change in working conditions or 
wages that would help the railways to effect substantial economies 
and to refuse to agree to arbitrattion of such matters. There is no 
reason to believe their future policy would be different. The true 
purpose of the Howell-Barkley bill is to prevent all reductions of the 
railroad payroll in future, and its effect would be to cause all im- 
portant controversies arising between the railways and their em- 
ployees to be submitted to strikes. 

Farmers, manufacturers and other business men should not forget 
that if the railway wages are kept up by arbitrary and artificial 
means, Other industries will feel the effects of it. 

This group of men also advocate repeal of the rate-making pro- 
visions of the Esch-Cummins act and particularly a reduction of ap- 
proximately one-third in the tentative valuation placed upon the 
railways by the Commission. The valuation work has been done under 
the provisions of a law of which Senator La Follette was the author 
and which was passed in 1913. In advocating it he estimated the 
valuation could be made for $2,400,000. It has already cost the 
government $25,000,000 and the railways $75,000,000, a total of $100,- 
000,000, or forty times as much as he estimated. It is hardly reason- 
able to assume that Senator La Follette and those who agree with 
him know more about valuation than the Commission which has 
been investigating the subject eleven years. Regardless of that, a 
reduction of the valuation of one-third could not possibly cause a 
reduction of rates of more than5 per cent. On the othe rhand, it would 
reduce by one-third the net operating income that the Commission may 
allow the railways to earn. This would wipe out all the earnings now 
made by the railways with which to pay dividends on their stock and 
leave them with substantially less net return than is required to pay 
interest on their debts. The effect would be to bankrupt a large part of 
the railroads and render all of them unable to give the public adequate 
service. The purpose of these men has been and is to force the 
railways into government ownership, and at last they are admitting it 
by openly advocating that policy. 

A majority of the people are opposed to government ownership. 
What the public has not understood is that the real purpose of most 
of the attacks made upon the manegement of the railways and upon 
the transportation act, and of the program of railroad confiscation 
and destruction being advocated, is to force the railroads into per- 
manent government ownership. The action of most of those who have 
been advocating the destruction of our present policy of regulation, 
in coming out openly for government ownership should open the eyes 
of the public and cause a large majority of the people to line up 
solidly for a policy of reasonable and fair regulation. 


CONSOLIDATION OF RAILROADS 


The Trafic World Washington Bureau 


The Commission has received from Governor Brandon of 
Alabama a statement giving the state’s views with regard to 
the grouping of the Mobile & Ohio and Gulf, Mobile & Northern 
in the Commission’s consolidation plan. The statement was re- 
ceived after the case was closed and the Alabama officials were 
advised that it could not be made a part of the record in the 
consolidation proceeding, but that it would be filed with the 
correspondence. 

Governor Brandon said Alabama would spend $10,000,000 in 
devolopment of the port of Mobile and that it was therefore 
vitally interested in the grouping of the lines serving that port. 
He pointed out that the Mobile & Ohio extended from Mobile 
to St. Louis and said that it should be placed in a group that 
was serving the trans-Mississippi Valley. He said the Friscu 
system was the best line with which the Mobile & Ohio should 
be grouped. The Mobile & Ohio and the Frisco intersect at 
Tupelo, Miss., the statement said. 

Tentative grouping of the Mobile & Ohio with the Southern 
was suggested by the fact that the Southern owns the Mobile 
& Ohio, Governor Brandon said, and that the Southern had noi 
authoritatively avowed a preference one way or the other as 
to the allocation of the Mobile & Ohio. 

The Gulf, Mobile & Northern should be grouped with th= 
Illinois Central, Governor Brandon said, adding that such a 


grouping would connect the port of Mobile with the middle west 
and northwest. 





New York.—L. F. Loree, president and the Delaware & Hud- 
so,n, denies that there is any likelihood of a merger with any 
other road or roads. 

“We have neither been approached or approached any other 
road with consolidation in mind,” he said, adding that the D. 
& H. had not participated in the conferences of eastern trunk 
line executives. Asked about the reported segregation of the 
company’s anthracite subsidiary, the Hudson Coal Company, 
he said no important corporate move was pending. 

Reports of consolidation of the Southern Pacific Company 


and the Rock Island persist, but as yet there is no definite con- 
firmation from official sources. 
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Trouble Without Hunting.—Application by the Port Autho'- 
ity of New York for a joint hearing with the Commission in 
regard to port differentials has suggested to some of those who 
have been reading the testimony taken by the Port Authority 
in favor of the use of Hell Gate bridge by the New York 
Central, that it will be easy, any time either the Commission 
or the Port Authority desires, to start friction between the 
two bodies. *The Port Authority is hearing testimony now in 
favor of an order or orders which the Commission could enter, 
just as if there could be no question about its authority to put 
forth such directions. For instance, the Commission has the 
power to order joint use of terminals. It has the authority 
io prescribe the compensation. It has authority to order joint 
rates, under certain conditions, under which traffic from the 
New York Central junctions to Long Island City, via the bridge 
in question, would have to be hauled. It is true that the tes- 
timony has been confined, in terms, to traffic between Wee- 
hawken and Long Island City, but whatever might be pre- 
scribed by the Port Authority on the theory that it was all with- 
in the metropolitan area undoubtedly would have an effect 
on traffic far beyond the reach of the federally created local 
area. In terms, the law creating and empowering the Port 
Authority, is broad. It might be questioned whether those 
who wrote the language even tried to make clear line between 
the territory of the Commission’s authority and the jurisdiction 
of the Port Authority. Inasmuch as the Port Authority scheme 
was approved by joint resolution of Congress, dated July 1, 
1922, it might be argued that, in case of conflict, the latter 
enactment would stand—in other words, that, to the extent of the 
conflict, the interstate commerce act has been repealed by 
the later law. It is not so clearly limited, if at all, as the Ship- 
ping Board’s charter of power. In language, the jurisdiction of 
the Shipping Board ends where that of the Commission begins. 
However, in the work of each body there are things to be con- 
sidered where it is hard to determine whether the task is one 
for the common carrier by land to perform or a duty the law puts 
on the common carrier by water. For that reason, much that has 
been said about the Port Authority is also applicable to the 
Shipping Board. Failure on the part of any of the three bodies 
to cooperate to the fullest extent, it is conceivable, could create 
a zone of maximum discomfort for the shipper. At times, in 
the debate and testimony about section 28 last spring, the ex- 
istence of the twilight zone between the two bodies was per- 
ceptible. For a time it seemed possible that there would be a 
period of great discomfort for the shipper, the man who pays 
for the services of the two regulating bodies, over the question 
whether the Commission had the power to avert the alleged 
calamity that would have followed the failure of the Shipping 
Board to withdraw its certificate or the Commission to post- 
pone the operative date of the tariffs filed by the railroads 
in compliance with its order, which order, in turn, was based 
on the Shipping Board’s certificate. A conflict between any 
two of the three federal bodies mentioned would be as ruinous to 
the shipper, and possibly to the carriers, as was the period in 
which the state commissions made rates on what was called in- 
trastate commerce with a view to their effect on interstate com- 


merce and rates, although the ulterior object was seldom 
avowed. 





Statute and Practice Differences.—The statute makes it the 
duty of a common carrier by railroad or partly by railroad and 
partly by water to give a shipper a receipt or bill of lading 
for goods delivered to it. In practice, every large shipper fur- 
uishes the piece of paper on which the receipt is inscribed. The 
shipper fills out the bill of lading. All the carrier’s agent does 
usually, is to attach his name to the receipt written on a piece 
of paper provided by the shipper, the blank spaces in which 
have been filled by the shipper. In view of the fact that the 
Statute requires the carrier to give the shipper a receipt for 
his property committed to the carrier for safe and reasonable 
dispatch to some other point, the langugage employed in the 
proposed report made by Examiner Frank M. Weaver in No. 
15726, American Licorice Company vs. Chicago, Milwaukee & St. 
Paul et al. sounds peculiar. The shipper, in that case, was 
penalized because he failed to write something into the re- 
ceipt which the carrier was required to give. The examiner 
thinks the carrier should be required to return the penalty, $193 
on one carload of stick licorice, contained in fiber boxes that 
complied with the container specifications. The offense consisted 
of a failure of the shipper to certify that the boxes conformed 
to the specifications of the box-maker’s certificate and to the 
requirements of the classification. The controlling reason, in 
the examiner’s mind, apparently, was the fact that as long ago 
as 27 I. C. C. 267, the Commission told the carriers that they 
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really should put the duty on their agents to notify the shipper 
of his laxity if he failed to put something in the bill of lading 
the statute now requires them to give the shipper. The reason 
for the difference between the statute and the practice is to be 
found in the probability that, if shippers insisted on car- 
riers really providing and giving the bill of lading, the carload- 
ing, in the first week of such a change, would run down to about 
500,000 cars and business would get a serious setback. Car- 
riers, as a rule, would not be able to comply, literally, without 
causing serious delay to shipments, hurtful alike to them and 
to the shippers. 





Heaven’s Blessing via La Follette—-This week’s message 
from Socialist headquarters, as given by its literary bureau, is 
that “the development of natural resources as proposed by the 
super-power program of the progressives will cut the physical 
toil and burdens of the housekeeper in half, and will provide the 
farmer with electric current for 35 cents a day equal to the labor 
of five men and a four horse team.” That is to be done by the 
nation taking back all the water-power sites on public lands 
now in the hands of the “water-power trust.” Of course the 
saving is to be made by the magic power of government 
ownership and operation, as shown, for instance, by the French 
socialists, in the time of their power after the Bourbons were 
upset, and by the American government when it operated the 
railroads under McAdoo and his successors. The fact that the 
French shops, like the soviet factories, turned out goods that 
cost more than the price they could bring, so far as the prom-. 
ised La Follette millenium is concerned, means nothing. The 
fact that, while the government operated and guaranteed the 
operation of the railroads it was spending about $1,740,000 a 
day more than it was taking in, is equally without significance. 
The dream of blessings without much work, if any and the belief 
that the other fellow is preventing the coming of blessings 
are as old as human beings. Political quacks, trying to obtain 
honor and power from their deluded fellow citizens are as old 
as the dream and the belief. Only a few centuries ago witches 
were burned by white men because of their supposed power to 
shunt the blessings that otherwise would fall all, about those 
who cried out for the burnings. It might be suggested that if 
power equal to that of five men and four horses could be had 
for thirty-five cents a day it would have been produced long ago, 
notwithstanding the opposition of labor leaders and some of 
their follows toward anything that would save labor.: 





Central of Georgia Way.—Customer and employee owner- 
ship of various enterprises have been much talked about among 
certain people, but not enough emphasis, it has seemed to some, 
has been placed on the desirability of such community of inter- 
est for the real good of the country. The old-fashioned Amer- 
ican way, more noticeable in the days following actual pioneering 
in the territory west of the Alleghenies than since, had much in 
it of combined capital and labor striving for an adequate return 
on capital to the end that labor might always be employed. 
Probably all railroads seek to enlist the help of employees in ob- 
taining or retaining business, by means of personal solicitation. 
The Central of Georgia makes a feature of what is done by its 
employees in that line by publishing names in its monthly mag- 
azine, together with a statement as to what the particular em- 
ployee does. A particularly interesting fact in connection with 
the September number is that two retired engineers appear as 
solicitors and obtainers of business. One got a car of freight 
and the other two passengers for the organization, which, if 
prosperous, will continue sending checks to them once or twice 
a month. The taste of the writer of the items, in referring to 
the two men as “pensioned” might be questioned by some, 
because the word “pension,” to many, carries the idea of gratu- 
ity, to a certain extent. Many corporations, especially big ones, 
not only try to interest employees in the solicitation of business 
but also in the acquisition of stock. Not many years hence, there 
is an idea, corporations will be organized composed of money 
and labor shares, to the end that if the enterprise is successful 
the benefit will be shared by capital and labor in the form of 
stock returns. As corporations are now formed, the capital 
shareholder takes the big initial risks. If the enterprise is suc- 
cessful, he also takes the benefits, because, in the risks period, 
the hired man takes pay at the going rate of wages and runs 
no risk other than that of having to hunt another job, a risk 


the capitalist also takes, in addition to the risk of losing his 
money. 





Waxing Fat and Kicking.—Joseph G. Cannon, who, in his long 
service in Congress, had to listen to innumerable’ whines about 
how much better things were done in some other country, more 
than quoted the Bible as saying that somebody “waxed fat and 
kicked,” adding that the man with a really empty stomach 
seldom had much to say in a complaining way. Frequently, 
he expressed wonder that, with things being done so well in some 
other country, so many of the folks of the fair land where things 
were done so well left it to come to this land of woe and misery. 
The Bureau of Mines of the Department of the Interior has 
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just put out an analysis of gasoline sold the first six months of 
the year. It found that, “despite the general tendency of motor- 
ists to criticise the quality of gasoline offered for sale,” a bet- 
ter grade of gasoline was’ being marketed than a year ago. The 
explanation may be in the fact that many of the larger refining 
companies have gone into the retailing of their products. While 
no formal announcement has ever been made by any one of the 
companies, it is understood that they went into the retail busi- 
ness because there was too much bootlegging of gasoline to 
suit them. They found that inferior gasoline was being sent 
through pumps marked with their names. That was hurting 
them, not the bootlegger, because his morally, if not legally, 
crooked operations were not suspected by the consumers. The 
latter thought, as did the big companies, at one time, that the 
installation of pumps bearing the names of big companies would 
carry a guaranty to the consumer. It worked just the other way 
when dishonest retailers found they could buy gasoline that was 
not up to standard. Some states have rigid standards. Sub- 
standard gasoline, when rejected at a station in such a state, is 
said to be forwarded to a point where the standard is not so high, 
and delivered, on moonless nights, in “unlettered wagons”—the 
kind in which beer used to be delivered to the hypocritical before 
the canonization of Volstead. In the course of time the efforts 
of the big refiners to protect their names by going into the retail 
business, it is reasonable to suspect, will furnish ground for 
anti-trust prosecutions. Then the public will pay, not only for 
the bootleg gasoline it uses, but for efforts to break up the 
protection the big companies have tried to erect against the 
unscrupulous among refiners and retailers. A. ©. He. 


MOTIVES OF LABOR LEADERS 


“One of the most important questions that the people of the 
United States must face and settle,” said Samuel O. Dunn, editor 
of the Railway Age, in an address, Sept. 26, before the Colorado 
Manufacturers’ and Merchants’ Association at Pueblo, “is whether 
they will let a small group of labor leaders, through propaganda 
and legislation, get a strangle hold on the railways and force 
them into government ownership, as they are determined to do.” 

He charged that the leaders of the railway labor unions, 
witha few exceptions, have been engaged for over five years in 
a movement to destroy private ownership and that their present 
support of Senator La Follette on a government ownership 
platform is merely a part of this movement. Said he: 


They have incessantly labored to forward this movement by at- 
tacks upon the regulation and management of the railways and by 
strikes and threats of strikes. They got their first rea] taste of power 
when, under the threat of a nation-wide strike, they forced Congress 
in 1916 to pass the Adamson act. They got another taste of it when, 
under government operation of railroads, they found themselves 
persons of great importance in Washington. Before the railways were 
returned to private ae ae they announced their advocacy of the 
Plumb plan under which the government would buy the railways 
and representatives chosen by. the labor unions would be dominant in 
their management. 


That plan encountered great public disfavor. Immediately after 
the railways were returned to private operation the Railroad Labor 
Board, which was created by the transportation act, granted the em- 
ployees an advance in wages which made them much higher than 
they ever were under government control. Nevertheless, while the labor 
leaders almost ceased to mention the Plumb plan, they immediately 
began a campaign against the transportation act and the regulation 
and management of the railways which for gross misrepresentation 
and the skill and persistency with which it has been carried on has 
never been surpassed. / 

They have told railway employees and the public that the em- 
ployees have been badly treated, although under the transportation 
act they have in every year been paid a higher average wage than 
they ever were in any year before it was passed. They have claimed 
that freight rates have been made excessive to enable the railway 
companies to earn excessive profits, although the railways within 
the last three years have earned no more net return than they did 
ten years before, while the employees have been paid in wages 
$1,500,000,000 a year more than ten years before. The increase in 
the average freight rate in this ten years has been only about 50 
per cent, while the increase in the average hourly wage has been 
about 140 per cent, and yet these labor leaders denounce freight 
rates as too high and complain that wages are too low. They charge 
the railways with being inefficiently and wastefully managed, although 
the amount the public is now paving the railways, and also the oper- 
ating expenses of the railways, are about five million dollars a dav 
less than they were four years ago, and are almost two and a half 
million dollars a day less than they were at the termination of gov- 
ernment operation. 

The railway labor leaders claim that their campaign for repeal of 
the transportation act and government ownership of railways is 
being carried on in the interest of railway employees, farmers, and 
the public. How recklessly they disregard other groups and classes 
is, however, strikingly illustrated by the means thev are using to 
secure passage of the Howell-Barkley bill. This bill, which was 
introduced at the last session of Congress and is on the calendar for 
early consideration at the next session, was written by the railway 
labor leaders. It provides for the abolition of the Labor Board. 
This would destroy the representation of the public in the settlement 
of serious controversies arising between railways and their em- 
ployees. It would create four boards of adjustment on which only 
the railways and the labor unions would be represented and a federal 
board of mediation and conciliation which would have no power 
posers to arbitrate such controversies, or to cause them to be arbi- 
rated. 

The labor leaders express great solicitude for the farmers. There 
was introduced in the last Congress a ‘“‘farm relief’? measure called 
the McNary-Haugen bill which a large part of the farmers of the 
country wanted passed. The railway labor leaders have recently 
issued lists of members of Congress some of whom they have en- 
dorsed for reelection and others of whom they have “blacklisted” 
and are urging railway employees to vote against. 
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How much consideration did the railway labor leaders, in Making 
up their blacklist of Congressmen, show for the wishes of the farm. 
ers? Up to the time when their last ‘‘blacklist’’ was published, they 
had blacklisted 94 members of Congress and of these 28 voted for 
the McNary-Haugen bill. They had also endorsed for reelection 139 
members of Congress and of these 71 voted against the McNary. 
Haugen bill. The labor leaders applied just one test in deciding 
whether a member of Congress_should_be reelected or retired ang 
that was how he voted on the Howell-Barkley bill. It made no di. 
ference to them what was his politics, or how he had voted on any 
other kind of legislation. 

The attacks of the labor leaders upon the transportation act 
have been part of their campaign for government ownership. Their 
agitation for increases in wages and reductions in rates at the same 
time, and the destruction of the earning capacity of the railways 
which necessarily would result, is a part of it. The great shop strike 
of 1922, when certain of the labor leaders tried to tie up the entire 
transportation system of the country, was a part of it. All the 
leaders responsible for that strike are advocates of government own- 
ership and hoped it would result in forcing the railways, back into the 
hands of the goverenment. 

The Howell-Barkley bill is a part of their campaign. They hope 
that, by securing its passage, they can get a strangle hold on the 
railways which will stop the progress the managements are making 
in increasing efficiency and economy of operation. Their agitation 
for pre-war freight rates for the farmers is a part of it. They know 
that pre-war freight rates could not be established while present 
wage scales are maintained without bankrupting practically every 
railway in the United States. Their attacks on the valuation of the 
railways are a part of it. They know that under the law which 
Senator La Follette got passed in 1913 and under the decisions of 
the courts, that valuation is not excessive and their real purpose 
in agitating for a lower basis of valuation is to bankrupt a large 
part of the railroads and thereby make it impossible for them to ren- 
der the public adequate service and create public discontent which will 
precipitate government ownership. 

Many of the people, including, especially, western farmers who 
have been suffering from adversity, have allowed themselves to he 
misled by the constant attacks on the transportation act and the 
management of the railways, almost all of which have come directly 
or indirectly from the railway labor leaders. Many have believed 
these attacks were justified and were intended to bring about better 
railway regulation and management. 

It is impossible to believe that the people of the country will 
allow to become successful the sinister campaign of this small group 
of men in favor of a policy of railway regulation the agitation for 
which is now being openly carried on hand in hand with an agitation 
for government ownership. 


CAMPAIGN AGAINST LABOR BILL 


The American Economic Institute announced this week that 
a campaign of education as to the Howell-Barkley railway labor 
bill was being conducted by G. Franklin Ream, secretary. It 
said business men, represented by various organizations, had 
joined in the campaign .“to show the country what will happen 
in the event of the enactment of the Howell-Barkley bill.” 


LABOR BOARD HEARING 


Another dispute as to who properly represented employes 
appeared before the Railroad Labor Board, September 23, in 
the hearing of the differences between the train dispatchers and 
the Missouri Pacific. In the presentation of the evidence re- 
garding working schedules and wages, the carriers’ representa- 
tives expressed themselves as desirous of having the dispatch- 
ers hold an election to determine the correct representatives. 
From what the representatives of the men had to say, they did 
not seem opposed to holding an election, for they, apparently, 
were not satisfied with the repregentation they now have. The 
board adjourned, after announcing that it would take action 
with regard to the election very soon. 


BOARD TO CONDUCT ELECTION 


The Railroad Labor Board decided, September 22, to con- 
duct an election on the Pennsylvania system in order to deter- 
mine the proper representatives of the telegraphers on the road. 
The board took jurisdiction of a dispute between the men and 
the road last week when it was informed that the men were 
taking a strike vote because no satisfactory settlement could 
be reached on the questions of rules and wages. The com- 
mittee, representing the men, expressed itself willing to go be- 
fore the Railroad Labor Board with the case and the road’s 
representatives agreed, but would not stand for the committee 
members appearing before the board as members of the teleg- 
raphers’ union. It was at this point that the question of rep- 
resentation entered the dispute, when the men refused to appear 
except as members of their organization. The board then took 
jurisdiction. When it has been determined who shall properly 
represent the men, the board will hear the dispute as to rules 
and wages. 


COMMISSION ORDERS 


The Board of Trade of Kansas City, Mo., has been author- 
ized to intervene in No. 16112, Ogden Grain Exchange vs. 
Abilene & Southern Ry. et al. 

Swift & Company has been permitted to intervene in No. 
a Oklahoma City Live Stock Exchange et al. vs. Santa Fe 
et al. 

The Commission has reopened its proceedings in No. 9200, 
railway mail pay, for re-examination and further hearing with 
respect only to the facts and circumstances surrounding the 
transportation of the mails and the services connected there- 
with upon the lines of the Woodstock Railway Company and the 
White River Railroad Company. 
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COTTONSEED MEAL RATES 


The Commission, in I. and S. 2131 (mimeographed), found 
not justified the proposed increased rate on cottonseed cake 
and meal and articles taking the same rate from Texas com- 
mon points to destinations in Louisville territory. The pro- 
posal was to increase the rate from forty-two to fifty cents with 
a view to complying with the requirements of fourth section 
order 8852. 

The forty-two-cent rate, from Texas common-point territory 
to Louisville, which the carriers proposed to increase to fifty 
cents, applies both locally and proportionally. The carriers, in 
explaining and defending their proposal, said they made 
a mistake in proposing to increase the proportional. Therefore 
the Commission considered the case only as a plan to raise 
the rate to Louisville proper. By confining the case to the 
Louisville proper rate, the carriers enabled the Commission to 
distinguish this one from Cottonseed Cake from Southwest, 66 
I. C. C. 640, and Cottonseed Products from Texas, 87 I. C. C. 
351, oe" increases were proposed both locally and propor- 
tionally. 

Among the points first made by the Commission was the 
one that the rate of 42 cents to Louisville was less than the 
one of 45.5 to the intermediate St. Louis territory, permission 
to continue which was denied as of May 24, 1924, in 87 I. C. C. 
351. The increase was proposed in an effort to comply with 
the fourth section order issued as an incident thereto. The car- 
riers said that to have reduced the rates on local traffic to 
St. Louis would have disturbed long standing relationships be- 
tween the St. Louis and territories taking rates in relation 
thereto, either over or under. The Commission said that in 
Cottonseed Cake from Southwest it pointed out that the ex- 
isting proportionals to St. Louis and local and proportional rates 
to Louisville, reflected the relationship originally established, 
in 1911, and expressed the opinion that that rate on local traffic 
to St. Louis was out of line. 

Protestants said the Commission emphasized the alleged 
undue prejudice that would result from the application of a 
rate from Texas common points to Louisville on a higher basis 
from Texas common points than that applicable on the same 
products from Arkansas and Oklahoma, with which territories, 
particularly north Texas, were in competition, and generally 
pointed out the instances in which the proposed rate would 
place them at a disadvantage. 


DEAD COAL RATES 


The Commission, in No. 15204, Athletic Mining and Smelt- 
ing Company vs. Arkansas Central et al., mimeographed, said 
that shipments of dead coal and dead slack, from Huntington 
and Midland, Ark., to South Fort Smith, between October 7 and 
December 17, 1923, and from Bonanza, Ark., also to South Fort 
Smith, between October 7, 1923, and March 3, 1924, were over- 
charged. It directed refund of the overcharges. 

In addition it found the rates on the commodities men- 
tioned, between September 1, 1921, and October 7, 1923, and 
between December 18, 1923, and March 3, 1924, unreasonable, 
but not unjustly discriminatory or unduly prejudicial. The 
complaint alleged the rates were, are and for the future would 
be unreasonable, unjustly discriminatory and unduly prejudicial 
to the extent of their excess over rates on slack coal. Rates 
for the future and reparation were prayed. 

The Frisco, the carrier principally involved, did not pub- 
lish prior to October 7, 1923, slack coal rates for application to 
dead coal and slack, as it was said was the custom of other car- 
riers serving zinc smelters. Dead coal is used by the smelters 
as a flux. The defendants imposed rates applicable to lump 
coal to some of the shipments and a rate on some shipments 
slightly higher than the lump coal rate. The Commission found 
the rates unreasonable to the extent they exceeded those appli- 
cable to slack coal and awarded reparation to that basis. 


MUNITION LINTERS’ REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 14634, Cotton By-Products Company et al. 
vs. Southern Railway et al., as to rates on munition linters, in 
compressed bales, from points in Georgia, Mississippi, Tennes- 
see, Arkansas and Oklahoma, to Peoria, Philadelphia, Kingston, 
Pa., and Elizabethport, N. J. The report, mimeographed, also 
covers No. 13892, Dallas Waste Mills vs. St. Louis Southwestern 
Railway Company et al., and sub-numbers in Docket No. 13892 
as follows: Sub.-No. 1, Dallas Waste Mills vs. Missouri Pacific 
Railroad Company et al.; No. 2, Same vs. St. Louis Southwestern 
Railway Company et al.; No. 3, Same vs. Missouri Pacific Rail- 
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road Company et al.; No. 4, Same vs, Chicago, Rock Island & 
Pacific Railway Company et al.; No. 5, Same vs. Same; and No. 
6, Same vs. Gulf, Colorado & Santa Fe Railway Company et al. 

The allegations were unreasonableness, unjustness, unjust 
discrimination and illegality. Shipments were made in 1920 
and 1921. Some were billed as linters, some as cottonseed hull 
fiber or shavings and five as ragged and torn bagging. The 
commodity shipped was the short cut of fibre from cottonseed. 
The government specifications defined munition linters, after 
May 2, 1918, as those cut from cottonseed at one reginning, run- 
ning 145 pounds and upward per ton of seed, reasonably free of 
motes, flues, hull linters, hull particles, sweepings, seed, meats, 
lubricating oil, excessive moisture, and all foreign matter. The 
price paid by the government was $4.67 per 100 pounds. When 
the demand for ammunition ceased the munition fibres became 
commercially suitable for those uses to which hull fibre or 
shavings of acceptable quality had been put, the report said. 
Theagprice fell to $7 per bale. The consignees used them in 
making roofing paper. In disposing of the case the Commission 
said: 


We find that the cotton linter rates were applicable but that 
they were unreasonable, as applied to the shipments in question, to 
the extent that they exceeded the carload rates contemporaneously in 
effect between the same points on cottonseed hull fibre or shavings, 
that complainant Cotton By-Products Company and Dallas Waste Mills 
made shipments as described and complainants Barrett Company 
and Dallas Waste Mills paid and bore the charges thereon; that the 
latter have been damaged thereby in the amount of the difference 
between the charges paid and those which would have accrued upon 
the basis of the rates herein found reasonable; and that they are 
entitled to reparation, with interest. These complainants should 
comply with Rule V of the Rules of Practice. 


RULE CANCELLATION CASE 


The Commission, in a mimeographed report on I. and S. 
No. 2126, combination rule on live stock between western points, 
condemned the proposed cancellation of the rule for construct- 
ing combination rates on shipments of live stock, from points 
of origin in Washington, Idaho, Montana, and North Dakota, to 
primary markets, as not having been justified. The schedules 
were protested by the Illinois Agricultural Association and the 
Chicago Live Stock Exchange. 

In support of its condemnation the Commission pointed to 
its decisions in Cancellation of Combination Rule to the South- 
west, 74 I. C. C., 505, and Combination Rule for Transcontinental 
Rates, 78 I. C. C., 24. It also called attention to the fact that 
it had given its approval to efforts of carriers to eliminate that 
rule, held by them to be particularly undesirable from a tariff 
point of view. The carriers pointed out the supposedly tempo- 
rary character of the rule, adopted in war time, to avoid the 
hardships that would otherwise have arisen from the fact, when 
general increases were made, that the separate increase in each 
factor of a combination, where there was a specific increase, 
would subject the shipper compelled to use the combination, to 
a greater increase than the one using a joint through rate. 

The maximum specific increase in a live stock rate under 
General Order No. 28, was seven cents. That specific applied 
to each rate. The burden, therefore, upon users of combina- 
tions, in contrast with the users of a joint through rate, was 
marked and important. The combination rule which the car- 
riers proposed to cancel provided, in effect, that, in the absence 
of joint through rates, the factors of the combination, less than 
42 cents, were to be reduced by a graduated scale dependent 
upon the measure of such factors, while factors amounting to 
42 cents or more were to be reduced uniformly 8.5 cents and 
to the sum of factors so reduced one factor of 8.5 cents was 
to be added. Cancellation, it was alleged, would increase rates 
to typical points in Illinois by amounts ranging from 2.5 to 4.5 
cents. 

The carriers, in defense of their rates, said the increases, 
few in number, would not be large. In disposing of the case 
the Commission said: 


Respondents do not deny that some traffic would be affected by 
the changes, but state that no record could be found of a “‘substan- 
tial, regular or continuous’’ movement on which the combination 
rule had been or was being applied. Protestants were unable to fur- 
nish any accurate figures as to the volume of movement but insist 
that the traffic which would be affected is worthy of consideration, 
and they contend that respondents should not be permitted to make 
an unwarranted increase on even a small movement. Various pro- 
testants instance shipments to points east of the Mississippi river. 
To many of these destinations the present rates would be protected 
because most of the tariffs of the eastern lines carry the Jones com- 
bination rule, and, under our decision in Sligo Iron Store Co. vs. 
W. M. Ry. Co., 62 I. C. C. 643, 73 I. C. ©. 551, that rule would apply 
to the through combination even though it were not carried in the 
tariffs publishing the western factors. Protestants contend, how- 
ever, that even in these instances they would not be fully protected 
for the reason that divisional disputes which have arisen in such 
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cases between the eastern and western lines have frequently resulted 
in the assessment of overcharges, and, where the incorrect basis 
has been collected, delay and difficulty have been experienced in 
securing the adjustment of claims. To points on roads which do not 
publish the combination rule, increases would result. 


We find that the proposed schedules have not been justified. An 


order will be entered requiring their cancellation and discontinuing 
this proceeding. 


MANGANESE STEEL SCRAP 


An order establishing a rate of $6 per long ton on manganese 
steel scrap from New Castle, Del., to Chicago Heights, IIll., that 
may have an important effect upon the iron and steel scrap 
rate structure in eastern territory, has been made in connection 
with a mimeographed report on No. 14962, Manufacturers’ As- 
sociation of Chicago Heights vs. Pennsylvania et al. The exist- 
ing rate is $9.05 per ton. The much reduced rate is to be 
established not later than November 10 on not less than five 
days notice to the public. 


In defending the rate of $9.05 the carriers said it was an 
integral part of the eastern iron and steel rate structure and 
that to give the complainant what it asked a $6 rate, would 
place in jeopardy the entire structure on iron and steel scrap 
and kindred articles. They explained that, generally speaking, 
commodity rates on scrap iron and steel in eastern trunk line 
territory and from that territory to central freight assoeiation 
territory were constructed on the sixth class basis, with relation 
to the New York-Chicago rate and were the same on billets, and 
that in that adjustment were included were old car axles, 
loose; bars, muck and puddle; blooms; boring; chain; ferro- 
manganese; ferro-phosphorus; ingots, rails, old; rods, bolt, nail 
and rivet; skelp; slabs, turnings; and wheels, car, old detached 
from axle, when having value for remelting purposes only. 

The Commission said the carriers admitted there were ex- 
ceptions, where scrap iron or steel was accorded commodity 
rates lower than billets and that that was confirmed by one of 
their exhibits showing a rate on scrap iron or steel from Brad- 
ford, Pa., a Syracuse rate point, to various destinations in Ohio 
and Pennsylvania, substantially lower than rates based on the 
New York-Chicago percentage scale. The complaint contended 
there were no movements of iron or steel scrap under specific 
rates and that there was no movement under the $9.05 rate 
and other rates of that character in the adjustment. It said the 
testimony of the carriers regarding the movement of iron and 
steel scrap under present conditions was vague and indefinite. 

The Commission said the record did not show that the 1633 
carloads of iron and steel scrap moved from Pennsylvania sta- 
tions in August, 1921, about which there was testimony, moved 
on rates made in accordance with the adjustment to which 
the $9.05 rate conformed. It said the witness could not give 
either origin or destination data. Therefore it said the record 
did not exclude the inference that that traffic moved under spe- 
cific commodity rates lower than the rates adjusted under the 
New York-Chicago percentage scale. 


Manganese steel scrap, the complainant testified, was a low 
grade commodity for which there is no ready market such as 
prevailed for steel scrap generally. The Commission said the 
trade journals did not give quotations on it as they did on or- 
dinary steel scrap. In the six months period ended August, 
1923, the report said, the complainant testified its members 
paid $17.50 for manganese steel scrap and $21.50 for other kind 
of steel scrap, delivered at Chicago Heights, which is within the 
Chicago rate group while New Castle is in Philadelphia group. 

For comparison, the complainant cited a rate of $6 per ton on 
brass scrap from Port Richmond, Pa., a Philadelphia rate point, 
to Chicago Heights, with scrap brass worth about $140 per ton. 
The Commission said the carriers did not point out wherein 
transportation characteristics of manganese steel scrap were 
less favorable than those of brass scrap. The carriers attributed 
the brass scrap rate to competitive influences originating in 


the west and having effect at Chicago as a reason for the $6 
brass scrap rate. 


In summing up justification for the finding that $9.05 was 
too high and that $6 would be reasonable, the Commission said: 


The record does not indicate with certainty that defendant’s con- 
ception that the establishment of a specific rate on this article from 
New Castle to Chicago Heights would necessarily disrupt the entire 
rate structure on other scrap iron or steel is well founded. Complain- 
ant is entitled to a reasonable rate on its traffic, even though the 
maintenance of such a rate would lead to other readjustments. Ari- 
zona Corp Commission vs. A. T. & S. F. Ry. Co., 87 I. C. C. 271, 274. 
Defendant’s argument based on what it conceives to be a threat to 
a long established adjustment loses much of its significance when it is 
recalled that this very rate structure was criticised in Reduced Rates, 
1922, 68 I. C. C. 676, 720, wherein we said: 

“Dealers in junk, scrap iron, waste paper, and similar waste mate- 
rials urged that the level of freight rates thereon was wholly out of 
proportion to the value of the commodities, that their movement 
except for short hauls had materially declined, and that such move- 
ments were being made to a large extent by motor trucks or other 
forms of transportation. Many rates in the eastern group are higher 
on scrap lead than on pig lead, scrap iron than on pig iron. * * * 
The utilization of waste materials is of economic value to the country, 
Dealers contend that such materials are quite as basic as the new 
materials and that this should be recognized in adjusting rates. 

“It is not possible upon this record to prescribe a definite adjust- 
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ment, but carriers should promptly revise their rates on waste ma- 
terials.”’ 

The maladjustment relating to pig iron pointed out therein sti 
obtains, the rate on pig iron from New Castle to Chicago Heights 
being $8.60 as compared with $9.05 on scrap iron. 

Complainant estimates that some 1,200 tons would move yearly 
from New Castle to Chicago Heights under the proposed rate of $6, 
The rate level necessary to move a commodity is an element to be 
considered together with other elements in determining a reasonable 
rate on the commodity. Penick & Ford vs. Director General, 80 I. C. ¢, 


“We find that the rate assailed on manganese steel scrap is and 
for the future will be unreasonable to the extent that it exceeds $6 
per long ton, minimum 30 tons. 





CULLET CASE DISMISSED 


The Commission has dismissed No. 14397, Liberty Glass Com- 
pany vs. St. Louis-San Francisco, on a finding that the rate on 
cullet, carloads, from Memphis, Tenn., to Sapulpa, Okla., is not 
unreasonable. The complaint alleged a rate of 34 cents, between 
August 26, 1920, and March 24, 1922, was unreasonable to the 
extent it exceeded 25.5 cents. The Commission found the rate 
of 34 cents was applicable on four carloads that moved prior 
to August 4, 1920, and that a shipment that moved after that 
date was overcharged. On that date a rate of 25.5 cents was 
established. Rate comparisons were submitted, but the Com- 
mission found the assailed rate not unreasonable. It said the 
overcharge should be returned. 


NO PROOF OF DAMAGE MADE 


The Commission, in a mimeographed report on No. 14996, 
Borden’s Farm Products Company, Inc., vs. New York, New 
Haven & Hartford et al., said the failure or refusal of the defend- 
ants to perform the service of icing interstate less-than-carload 
shipments of milk and other dairy products, from points in New 
York and Connecticut to destinations in those states, while ex- 
acting the rates including such service, constituted an unrea- 
sonable and unlawful practice. It said the complainant had been 
damaged to the extent of the reasonable cost of icing such 
shipments. It added, however, that since the record failed to 
establish the reasonable cost of the service, reparation would 
be denied, without prejudice to the complainant’s right to submit 
additional proof of damage in a further proceeding. 

The complaint alleged that by reason of the failure and 
refusal of the carriers to perform the service of icing less-than- 
carload shipments, it had been and was being subjected to the 
payment of transportation charges which were unreasonable, 
unjustly discriminatory and unduly prejudicial. The Commis- 
sion was asked to require the railroads either to perform the 
service when necessary or to provide for the payment of a rea- 
sonable compensation for the service when performed by the 
shipper, and to award reparation to the complainant for the cost 
of the icing performed by it in the statutory period and while 
the complaint was pending. 

The Commission said that apparently defendants had never 
performed the initial icing required by their rules. The rail- 
roads argued the complainant was foreclosed from an award of 
reparation on the ground that it voluntarily performed the serv- 
ice which they were ready and willing to perform. They urged 
that their failure to perform the service was due to a belief 
that the complainant preferred to do it. This argument as- 
sumed, the Commission said, that defendants were equipped to 
perform the service held out by their tariffs. It pointed out, 
however, that the railroads had never provided the necessary fa- 
cilities with which they might have performed the service. It said 
that they were not equipped in the past nor at present to per- 
form the service which they were and are legally bound to do. 
On the contrary, it said, for four years, prior to March, 1923, 
they adopted the alternative for reimbursing shippers other than 
complainant for the cost of such service. 

The facts in this case distinguishing it, the Commission said, 
from Empire Steel & Iron Company vs. Director-General, 56 
I. C. C. 158, and other cases cited by the defendants, in which 
the evidence indicated the carriers were ready, willing and able 
to perform certain services, but were prevented from doing su 
by acts of the complaining industries. 


TOMATO RATE PRESCRIBED 


A finding of unreasonableness, an award of reparation, and 
an order for the future have been made in No. 15625, Pressey 
Fruit Company vs. Missouri Pacific, mimeographed, as to a 
fifth class rate of 96 cents on fresh tomatoes governed by West- 
ern Classification, from St. Louis to Pueblo, Colo. The Com- 
mission said the rate was unreasonable to the extent it exceeded 
88 cents and awarded reparation to that basis. It directed the 
establishment of the 88-cent rate not later than November 25. 


IRON PIPE REPARATION 


The Commission has awarded reparation, on a finding of 
unreasonableness in No. 16658, Transcontinental Oil Company 
(of Kansas) vs. Atchison, Topeka & Santa Fe ct al., mimeo- 
graphed, the finding being that a fifth class rate of $1,085 im- 
posed on one carload of wrought iron pipe from Columbia, La., 
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to Howard, Kan., in March, 1922, was unreasonable to the extent 
it exceeded a rate of 67.5 cents. 


TIES OVERCHARGED 


A finding of overcharge and an award of reparation have 
been made in No. 15346, Walsh Tie & Lumber Company et al. 
ys. Director-General, mimeographed, as to shipments of wooden 
ties from various points in Missouri to St. Louis, in the period 
of Federal control. The Commission found the applicable rates 
on the shipments were the distance rates prescribed by the 
Missouri Public Service Commission and published in Rate Sec- 
tion No. 4 of Leland’s I. C. C. Nos. 1182 and 1337. The ques- 


tion was as to which of the rates published in the agency tariff 
had precedence. : 


MINE RUN COAL RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 15451, Midland Coal Company vs. St. 
Louis-San Francisco, Director-General, et al., mimeographed, as 
to a rate of $3.30 on mine run coal, from Hammond, Kan., to 
Stark City, Mo., shipped June 26, 1918. A combination of $2.30 
was applicable over the same lines via Neosho, Mo., and repara- 
tion to that basis was sought. The aggregate of intermediates 
over the route of the shipments was $2.60. Effective August 14, 
1919, a joint commodity rate of $2.10 was established. The Com- 
mission found the rate unreasonable to the extent it exceeded 
$2.60 per net ton. 


DEMURRAGE CASE DISMISSED 


The Commission has dismissed No. 15323, Albion Lumber 
Company vs. Director-General, mimeographed, in a finding that 
demurrage charges assessed on 27 cars of ties shipped in De- 
cember, 1919, from points on the Clearbrook branch of the 
Northwestern Pacific to Albion, Calif., were applicable and not 
unreasonable. The complainant urged the Commission should 
authorize the waiving of the charges because the defendant 
failed to provide proper facilities for the unloading of the cars, 
because the detention was due to weather interference, and 
because the assessment of demurrage charges under the condi- 
tions of this case was unreasonable. The defendant said that 
the cars should have been unloaded at the wharf at Albion or 
elsewhere and the complainant thus could have avoided the 
assessment of demurrage. 


ABSORPTION OF COMPRESS CHARGES 


The Commission, in 14,385, Houston Cotton Exchange and 
Board of Trade et al. vs. Aberdeen & Rockfish et al. (mimeo- 
graphed), found that refusal of the railroads to absorb out 
of applicable rates, the entire compress charges on _ ship- 
ments of cotton forwarded from points in Texas, Louisiana, 
Arkansas, and Oklahoma at various dates between August 26 
and December 14, 1920, was unreasonable. It held that there 
should have been complete absorption and awarded reparation. 


REILLY COKE REPARATION 


The Commission, in No. 14,189, Acheson Graphite Company 
vs. Director-General, New York Central, et al., mimeographed, 
found unreasonable rates on Reilly carbon coke from Indian- 
apolis, Ind., to Harriet and Niagara Falls, N. Y., in the period 
of federal control, to the extent they exceeded $3.40 from 
Indianapolis, and $6.40 from St. Louis Park, Minn., and awarded 
reparation to that basis. The rate from St. Louis Park was 
brought into question in one of the two sub-members filed by 
this same complainant, the first being Same vs. Same and 
the second being Same vs. Director-General, Minneapolis & 
St. Louis, et al. On the shipments from Indianapolis, reparation 
was awarded on some shipments and the collection of under- 
charges waived as to others. On the shipments from St. Louis 
Park the award was on account of the unreasonableness of the 
rate. 

The coke in question is a residuum of coal tar pitch. Coal 
tar pitch was rated 80 per cent of Sixth class and took the rates 
of $3.40 and $6.40, which the Commission said would have been 
reasonable on the shipments of the coke resulting from treat- 
ment of coal tar pitch. 


YELLOW PINE REPARATION 


An award of reparation has been made in No. 15167, Watters- 
Tonge Lumber Company vs. Atlanta & West Point Railroad et 
al., mimeographed. The Commission found a rate of 23.5 cents 
on a carload of dressed yellow pine lumber, shipped in Septem- 
ber, 1921, from Mobile, Ala., to College Park, Ga., unreasonable 
to the extent it exceeded 19.5 cents and authorized the carriers 
to waive the collection of undercharges. 


SOFT COAL REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15038, Randolph Furniture Works vs. 
Erie et al., mimeographed, as to a rate of $3.91 charged on 
bituminous coal from Wayco, O., to Randolph, N. Y., imposed on 
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shipments in September, 1920. The Commission found it un- 
reasonable to the extent it exceeded $2.61 per net ton and awarded 
reparation to that basis. 


LUMBER REPARATION 


The Commission has awarded reparation in No. 15051, 
Prairie Oil & Gas Company vs. Atchison, Topeka & Santa Fe 
et al., mimeographed, finding unreasonable a rate of 52.5 cents 
imposed on lumber from Ranger, Tex., to Drumright, Burbank, 
Copan, Deer Creek and Temple, Okla., in July, August and Octo- 
ber, 1921. The Commission found the rate unreasonable to the 
extent it exceeded 39 cents and awarded reparation to that basis. 


NO UNREASONABLE DELAY 


The Commission ‘has dismissed No. 15440, Dan Wuille & 
Company, Inc., vs. Mount Hood Railroad Company et al., mimeo- 
graphed, holding that the failure of the carriers to have in eflect 
a bill of lading provision whereby all freight and other charges 
were to be collected from the consignee, without recourse upon 
the consignor, did not result in an unreasonable practice in 
violation of the first section, as alleged in the complaint. The 
complainant alleged the failure of the carriers to have this 
provision in the bill of lading whereby it, as consignor, could 
have absolved itself from liability for the transportation charges 
on four carloads of boxed apples shipped between November 16, 
1921, and January 7, 1922, from points in Oregon and Washing- 
ton to Laredo, Tex., consisted an unreasonable practice in viola- 
tion of the first section. 


Two shipments moved from Odell, Ore., one from Hood 
River, Ore., and one from White Salmon, Wash., to Laredo, 
Tex. Complainant specified the routing and the shipments 
moved in accordance therewith. They were consigned to com- 
plainant, order notify Morris Novich, and there was stamped on 
the bills of lading the following: “Deliver only upon shipper’s 
written order without surrender bill of lading.” On the days 
the cars were shipped the complainant wrote the Texas-Mexican, 
the destination carrier, as follows: “Upon payment of all freight 
and other charges this is your authority to deliver (Car. No. 
eiaveteinns ) containing apples to Morris Novich Company without 
surrender of original bill of lading.” 

Freight charges were collected from Morris Norvich based 
upon a rate of $1.50. Subsequently defendants found that the 
applicable rates were $1.64144 from Hood River and White Sal- 
mon and $1.72% from Odell. Novich declined to pay the under- 
charges, so they were demanded from the complainant. The 
Commission was asked either to permit the defendants to waive 
the undercharges or to command the defendants not to collect 
them from the complainant, not on the ground that the applicable 
rates were unreasonable in themselves, but because the bill of 
lading did not contain paragraph 7 of the present uniform bill 
of lading which became effective March 15, 1922. The Com- 
mission related the history of the adoption of that paragraph in 
the bill of lading, as a compromise. It set forth the various post- 
ponements of the effective date in the bill of lading case, 
saying the postponement was for good cause shown and in the 
circumstances in this case, it said there was no undue delay 
on the part of the carriers in making effective the new uniform 
bill of lading. 

“No good reason appears of record why this specific provi- 
sion, paragraph 7, should be made retroactive,” says the Com- 
mission’s report, “yet it should be noted that it contains the 
following sentence, ‘nothing herein shall limit the right of the 
carrier to require at time of shipment, the prepayment or 
guaranty of the charges.’ In the instant case the complainant 
inserted in one of the bills of lading the clause ‘freight and 
other charges guaranteed’ and in the others the following: ‘Chgs. 
Gtd.’” In conclusion the Commission said the carriers were 
obliged to collect and shippers to pay the legally published 
charges. It said it was not within its purview to pass upon the 
question of the liability of consignors or consignees therefor. 


WOOD PULP REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15370, Whiting Plover Paper Company 
vs. Southern Ry. et al. (mimeographed), as to a rate of 58 cents 
on nine carloads of wood pulp from Bristol, Va.-Tenn., to Stevens 
Point, Wis., shipped in September and November, 1920. The 
Commission said the rate was unreasonable to the extent it ex- 
ceeded 55.5 cents. The carriers in applying the Ex Parte 74 
rule increased the rate 40 per cent instead of 3344 per cent. 
The Commission said the erroneous and unauthorized increase 
in the rate in question was not conclusive proof of its unrea- 
sonableness, but it raised a presumption to that effect. Defend- 
ants submitted comparisons of rates from Bristol to other points 
in Wisconsin, which also reflected an erroneous 40 per cent in- 
crease. They also submitted comparisons in the form of rates 
from Bristol and points in New York to Wisconsin destinations, 
which were relatively higher than the 58-cent rate. The Com- 
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mission said the comparisons were not convincing in view of 
the circumstances in this case. 


REPARATION ON BOILERS 


An award of reparation on account of an unreasonable rate 
has been made in No. 15320, National Supply Company of Texas 
vs. Cleveland, Cincinnati, Chicago & St. Louis et al., mimeo- 
graphed. The Commission found a rate of $1.48, imposed on four 
carloads of boilers shipped in January and February, 1922, from 
Muncie, Ind., to Houston and Orange, Tex., unreasonable to the 
extent it exceeded a rate of $1.224%4, and awarded reparation to 
that basis. The report also covers No. 15320 (Sub-No. 3), Same 
vs. Cleveland, Cincinnati, Chicago & St. Louis Railway Company, 
Louisville & Nashville Railway Company et al.; No. 15320 (Sub- 
No. 6), Same vs. Cleveland, Cincinnati, Chicago & St. Louis Rail- 
way Company, Illinois Central Railroad Company et al., and 
No. 15320 (Sub-No. 7), Same vs. Cleveland, Cincinnati, Chicago 
& St. Louis Railway Company, Chicago & Alton Railroad Com- 
pany, W. W. Wheelock and W. G. Bierd, Receivers, et al. 


SUSPENDED TARIFFS 


In I. and S. No. 2239, the Commission has suspended from 
October 10 until February 7 schedules published in supplements 
Nos. 46 and 12 to Leland’s I. C. C. Nos. 1561 and 1680, respec- 
tively. The suspended schedules propose to increase the ‘rates 
on petroleum and its products, carloads, from the El Dorado- 
Smackover, Ark., district to points in the New Orleans district 
on the Y. & M. V. R. R. The following is illustrative: 


Crude oil, export and coastwise, carload, from El Dorado, Ark., 
to New Orleans, La. Present, 14; proposed, 16%. 


In I. and S. No. 2237, the Commission has suspended from 
September 20, until January 18 the schedules as published in 
supplements Nos. 39 and 41 to Leland’s I. C. C. No. 1585. The 
suspended schedules propose to reduce the rates on various iron 
and steel articles, carloads, from points in Colorado on the 
Colorado & Southern Railway and its connections, to Texas 
common point territory. The following statement of rates from 
Pueblo and Minnequa, Colo., is illustrative: 


Merchant iron and steel to Fort Worth, Corsicana and Houston, 
Tex., present, 73; proposed, 62. Fence posts and wire to same cities 
present, 69.5; proposed, 58. 


In I. and S. No. 2240, the Commission has suspended from 
September 25 and later dates until January 23 schedules as 
published in supplement No. 26 to joint tariff Leland’s I. C. C. 
No. 1645, and Jones’ I. C. C. No. 1461, and various other tariffs 
published by E. B. Boyd, B. T. Jones, F. A. Leland and F. L. 
Speiden, and by individual lines publishing rates from, to, and 
between points in southwestern territory. The suspended sched- 
ules propose to revise the rates on ice, lime, drain tile, sewer 
pipe, clay building articles and concrete roofing in Southwest- 
ern Lines’ territory and purport to be established in conformity 
with orders of the Commission in the Memphis Southwestern 
case, Docket No. 9702, 77 I. C. C. 473. 


EXPRESS RATES ON MILK, ETC. 


The Wichita (Kan.) Chamber of Commerce has filed a peti- 
tion with the Commission asking for a supplemental order in 
No. 13930, Express Rates, 1922, 83 I. C. C. 606-681, with respect 
to express rates on milk and cream from points in New Mexico 
to Wichita, Kan. The petitioner avers that the rates in ques- 
tion are higher than rates from Texas points in the same gen- 
eral territory. The petitioner “prays that a finding be made 
that the rates charged for the transportation of milk and cream, 
by express, from points in New Mexico east of Vaughan, on 
the El Paso & Southwestern Railway Company, the Atchison, 
Topeka & Santa Fe Railway Company and Chicago, Rock Island 
& Gulf Railway Company, and north of Red Bluff, on the Atchi- 
son, Topeka & Santa Fe Railway Company, to Wichita, Kan., 
are unjust, unreasonable and unduly prejudicial, and, further, 
that an order be made directing the American Railway Express 
Company to cease and desist from charging and maintaining 
present rates, and to establish, put in force and apply in the 
future, to shipments of milk and cream, by express, from points 
in New Mexico hereinbefore mentioned, to Wichita, Kan., rates 
no higher than at the present time in effect from points in 
Texas, for like distances, to Wichita, Kan.” 


PETITIONS FOR REHEARING, ETC. 


The Atlantic Coast Line Railroad Company and Seaboard 
Air Line Railway Company have petitioned the Commission for 
reconsideration of Fourth Section Order No. 8945 of July 10, 
1924, issued in connection with the report in Docket No. 14810, 
traffic dept., Goldsboro Chamber of Commerce, vs. A. C. L. 
RR Ct al. 

The Mason City Brick & Tile Company has asked the Com- 
mission to modify its order of March 5, 1920, in Docket No. 
9671, Sioux City Concrete Pipe Company vs. C. M. & St. P. Ry. 
et al., by the cancellation of the “maintenance” clause in con- 
nection with the rates prescribed. 
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The complainants in No. 13583, Burroughs Adding Machine 
Company et al. vs. Michigan Central R. R. et al., have asked 
the Commission to grant a rehearing therein. 

The complainant in No. 14248, M. Bortz Company vs. Ann 
Arbor R. R. et al., has asked the Commission to grant a re. 
hearing therein. 

The Board of Trade of Kansas City, Mo., interveners in 
No. 13406, Corporation Commission of Oklahoma vs. Arkansas 
R. R. et al., has filed a petition with the Commission asking 
for rehearing in respect of the rates from points in Oklahoma 
to points in Arkansas. 

The St. Louis-San Francisco Railway Company has asked 
for certain modifications of the Commission’s order of February 
6, 1923, in Docket 9702, Memphis-Southwestern Investigation. 

The Boston Wool Trade Association has filed a petition with 
the Commission asking for reconsideration, rehearing or reargu- 
ment of all matters prayed for in its Docket No. 13272, which 
were denied by the Commission’s report, 91 I. C. C. 215, Wool 
Rates Investigation, 1923. 

The Chicago, Burlington & Quincy Railroad Company has 
asked the Commission for certain modifications of its order in 
No. 13413, in the matter of automatic train control devices. 





WOOL ORDER DATE POSTPONED 


The Commission has postponed the effective date of its 
order in the wool rates investigation, 1923, and cases consoli- 
dated therewith, from October 23 to December 27. The rail- 
roads, in their petition for postponement, said they could not 
get their tariffs ready for the earlier day. 


D. & W. VALUATION REPORT 


In Valuation Docket No. 232, Danville & Western Railway 
Company, opinion B-13, 84 I. C. C. 227-52, the Commission has 
found the final value of the property of the Danville & Western 
owned and used for common-carrier purposes, to be $1,913,000 
as of June 30, 1916, and used but not owned property, $54,093. 
The company’s lines are in Virginia and North Carolina. The 
tentative valuation, which was protested by the carrier, was 
$1,978,347 for the wholly owned and used property. The amount 
included in the tentative valuation for working capital was 
$94,847. This was reduced to $28,000 in the final report. 


MODIFIED PROCEDURE DOCKET 


Suggestion has been made that No. 16157, Jackson Traffic 
Bureau et al., be considered upon the shortened procedure docket. 
A proposal to that effect has been submitted to the attorneys, 


eleven in number, and if they consent, the case will be placed 
on that docket. 


FINANCE APPLICATIONS 


The Central Vermont has applied to the Commission for 
authority to issue $767,000 of equipment notes in connection 
with the acquisition of 300 rebuilt freight cars and 200 new 
box cars from the American Car & Foundry Company. 

The Southern has applied to the Commission for authority 
to assume obligation and liability in respect of $7,050,000 of 
4% per cent equipment trust certificates that have been sold, 
subject to the approval of the Commission, to Drexel & Co. 
of Philadelphia at 96%, and accrued dividends. The proceeds 
will be applied on the purchase price of 50 engines, 2,750 freight 
cars and passenger train equipment. 


UNCONTESTED FINANCE CASES 


The Bangor & Aroostook has been authorized to issue four 
promissory notes in the face amount of $31,620 each to the order 
of the American Locomotive Company in connection with the 
acquisition of four locomotives. 

The St. Louis & Ohio River has been authorized to issue 
$1,446,500 of capital stock and to sell it at not less than par. 

The Florida East Coast has been authorized to issue $25,000,- 
000 of capital stock to be exchanged for a like amount of general 
mortgage 5 per cent income bonds, and to issue $15,000,000 of 
first and refunding mortgage 5 per cent bonds to be sold at not 
less than 92 per cent of par and accrued interest. 

The Texas & Pacific has been authorized to issue $4,400,000 
of 6 per cent secured gold notes and to pledge $5,500,000 of gen- 
eral and refunding mortgage gold bonds as collateral security 
therefor. 

The Cumberland & Manchester has been authorized to issue 
$60,000 of Horse Creek branch first mortgage serial bonds to be 
sold at not less than 95.2467 per cent of par and accrued interest, 
and to use the proceeds in payment of notes. 

The Montana, Wyoming & Southern has been authorized to 
issue eight promissory notes aggregating $36,045.12 to the Mt. 
Vernon Car Manufacturing Company in procurement of 25 coal 
cars. 

The receiver of the Georgia & Florida has been authorized 


to acquire control of the Statesboro Northern by purchase of 
stock, 
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FINDS UNDUE PREJUDICE 


A finding of undue prejudice has been proposed by Examiner 
J. C. Donnally in No. 15220, G. Caruso & Co. vs. Chicago & 
Eastern Illinois et al., in connection with which he considered 
fourth section application No. 1952, as to rates on cabbage and 
strawberries, in straight carloads, and on beans and cabbage in 
mixed carloads, from points in Kentucky, Tennessee and Ala- 
bama to Logansport, Ind. The allegation was that since April 20, 
1922, the rates had been unreasonable, unduly prejudicial to 
Logansport and unduly preferential of Fort Wayne and South 
Bend, Ind., as well as in violation of the long and short haul 
rule of the fourth section. The fourth section application under 
consideration was filed by the Louisville & Nashville and its 
connections. They asked permission to: continue rates from 
Bowling Green, Ky. and other producing points in the states 
mentioned, to Fort Wayne and South Bend, lower than to 
Logansport and other intermediate points. 

The fourth section applicants desire to continue the Ohio 
river combination basis of making rates and at the same time to 
meet, near Chicago, the through rate competition of the Illinois 
which has its own rails to Chicago and Indianapolis. Prior to 
1914, the combinations were the same as the joint through 
rates, but since that year the changes in the joint through 
rates have not been as great as in the rates made by combination, 
hence the differences in northern Indiana against which the 
complaint was lodged. 

Donnally said the combinations should be held unduly pre- 
judicial to the extent they exceeded the rates to Fort Wayne and 
South Bend. He said fourth section relief should be denied to 
the extent it was involved in the rate situation under discussion. 


EX-RIVER COAL RATES 


A material reduction in rates on ex-river coal, from New 
Albany, Ind., to points in Indiana has been proposed by Ex- 
aminer W. M. Cheseldine in No. 15184, E. T. Slider vs. Balti- 
more & Ohio et al., based on a finding that the present rates 
are unreasonable. The complainant alleged the rates from 
New Albany to other points in Indiana, applicable on coal re- 
ceived by him by barge on the Ohio, were excessive and un- 
reasonable for application as proportional rates. He proposed a 
scale beginning with 40 cents for a distance of fifteen miles, 
50 cents for thirty, 60 for forty-five, 70 for sixty, 80 for seventy- 
five, 90 for ninety, 100 for one hundred and five, 110 for one 
hundred and twenty, 120 for one hundred and thirty-five and 
130 cents for one hundred and fifty miles. 

New Albany, served, so far as the complainant’s transfer 
plant is concerned, by the Baltimore & Ohio, Southern, Penn- 
sylvania and the Monon, has varying rates on river coal. The 
Pennsylvania’s initial rate, for five miles, is 76 cents, which is 
also the Baltimore & Ohio’s for eight miles. The Southern 
has a rate of $1.13 for eight miles and the Monon’s initial rate, 
blanketed from fifteen to forty miles, is $1.07. 

Slider said his plant was built primarily for handling coal 
but that since the general increases in coal rates, sand and 
gravel had become the principal commodities handled. Prior 
to 1918, he said, he sold about 100 carloads of coal per month 
in Indiana within a radius of 75 miles. He said it was im- 
possible for him to sell ex-river coal in Indiana in competition 
with coal from Kentucky and West Virginia having the benefit 
of lower through rates. His idea was, when he submitted his 
table of rates, that he could recover some of his business under 
more equitable rates. In 1917 the minimum rate from New 
Albany was twenty-five cents, the present lowest rate being 
seventy-six. 

Ex-river coal rates are also published from Cincinnati. The 
Baltimore & Ohio insisted its rates from that point were sub- 
normal. Cheseldine reproduced figures from exhibits showing 
that New Albany in relation to Cincinnati was at a severe dis- 
advantage, no comparison with 1917. 

The Indiana Coal Traffic Bureau intervened in opposition 
to the complainant, Cheseldine, saying it opposed any reduc- 
tions. It contended, he said, the ex-river rates, especially from 
Cincinnati, were unduly preferential of shippers of river coal 
in competition with coal produced in Indiana. He said the 
Bureau declared the Indiana coal industry was on the down 
grade, with mines working at but 40 per cent of potential ca- 
pacity, 89 with a daily capacity of 80,000 tons, having closed 
down. Eastern fields supplied 44 per cent of the coal moved 
in Indiana in 1923, Indiana mines 39 per cent and ex-river coal 
less than one per cent. Cincinnati, however, was increasing its 
shipments of ex-river coal, the first half of 1923 having ex- 
ceeded the whole of 1922. 

“While Indiana mines are of course entitled to the benefit 
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of their locations,” said the examiner, “complainant’s traffic is 
also entitled to reasonable and non-prejudicial rates.” He said 
the complainant had shown revenue comparisons tending to 
show that the rates proposed by him would yield more than 
many rates now in effect on other heavy loading commodities, 
as well as more than rates on coal for comparable hauls. In 
addition, he said, the complainant showed that practically all 
the cars used by him had either been unloaded at some in- 
dustry near his plaint, or were moving back to Indiana coal 
fields, so there was no delay incident to loading ex-river coal 
as at the mines. In conclusion he said: 


While it seems that complainant’s inability to compete in 
this territory is due in part to the lower price Cincinnati dealers 
have to pay for their coal, it is obvious that the rates it must pay 
out of New Albany are on too high a level. In several cases in 
which Indiana intrastate rates on bituminous coal during Federal 
control subsequent to June 24, 1918, for short hauls were in issue, 
the Commission held them to be unreasonable to the extent that 
they exceeded 45 cents for 10 miles and under, 60 cents for hauls 
over 10 miles and not over 30, and 70 cents for hauls over 30 miles. 
The Indiana Clinton Paving Brick Co. vs. Director-General, 66 
I. C. C. 338; Hydraulic Press Brick Co, vs. Director-General, 68 
r = © aoa: Indiana Board & Filler Co. vs. Director-General, 73 

The commission should find that the rates of defendants for 
the transportation of bituminous coal, in carloads, in interstate 
transportation, when coming off the Ohio River, from New Albany, 
Ind., to other points in the state in their respective lines, are and 
for the future will be unreasonable to the extent that they exceed 
the rates per ton of 2,000 pounds set forth in the following table 
for the respective distances shown: 


Reasonable maximum 


Distances rates to apply 
10 miles and under $ .565 
30 miles and over 10 75 
50 miles and over 30 -875 


70 miles and over 50 1.00 
90 miles and over 70 1.125 
110 miles and over 90 1.25 
130 miles and over 110 1.375 
150 miles and over 130 1.50 


HOG CASE DISMISSED 


Examiner Howard Hosmer has recommended the dismissal 
of No. 15601, J. W. Patterson Commission Company et al. vs. 
Central of Georgia et al. on a finding that the rates on hogs, 
from Atlanta and other points in Georgia to destinations in 
Ohio and Indiana are not unreasonable or otherwise unlawful. 

The complainants alleged that by reason of the failure of 
the defendants operating south of the Ohio river to publish 
rates on hogs in double-deck cars they had been charged rates 
on hogs that were unreasonable, unjustly discriminatory and 
unduly prejudicial. The Commission was asked to award rep- 
aration and establish rates for the future. That prayer for the 
future, Hosmer said, was withdrawn. 

Hosmer said the complainants, presumably sought repara- 
tion based on the double-deck rates that went into effect in May, 
1923, after the Commission’s decision in the Southern Live Stock 
case, 74 I. C. C. 419. He said they declined to say, however, that 
those rates would result in a “reasonable through charge.” He 
said the rates that went into effect in May, 19238, were a com- 
promise agreed upon by carriers and shippers and that the 
Commission did not pass upon their reasonableness. He said 
the defendants admitted the challenged rate from Atlanta was 
out of line with other contemporaneous rates which could be 
cited but they cited others with which the one in question com- 
pared favorably. He said they showed the revenue resulting 
from the attacked rate was considerably less than that derived 
from low grade commodities, such as naval stores, lumber, mar- 
ble, iron pipe and hides. 


EVAPORATED MILK RATES 


Examiner E. L. Gaddess has recommended the dismissal of 
No. 14934, Nestle’s Food Company, Inc., vs. Chicago & North 
Western et al., on a finding that rates on evaporated milk, car- 
loads, from Lodi and Reedsburg, Wis., to Chicago and/or Clear- 
ing, Ill., between October 21, 1921, and January 30, 1922, were 
not unreasonable, unjustly discriminatory or unduly preferential, 
as alleged in the complaint. The Commission was asked to 
establish new rates and to award reparation. 

Thirty-four carloads, shipped within the period mentioned, 
were involved. The two points of origin are local stations on 
the North Western, 182 and 149 miles from Chicago. The ship- 
ments were deliveried, in the Chicago switching districts in 
connection with switching lines, which, with the North West- 
ern, were made defendants in the case. The applicable com- 
modity rate of 23 cents was collected. 

Gaddess said the complainant contended the rates were 
unreasonable, unjustly discriminatory and unduly prejudicial 
because they were in excess of those contemporaneously charge 
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by the North Western and other carriers on like traffic for com- 
parable distances from competitive points in the same general 
territory to the same destinations. It claimed the rate should 
not have exceeded 15.5 cents from Lodi and 17 cents from 
Reedsburg. Those rates were voluntarily established, the ex- 
aminer said, February 15, 1923, on condensed milk only. They 
were made effective August 15, 1923, on evaporated milk also. 
In Nestle’s Food Co. vs. Director-General, 89 I. C. C. 340, the 
Commission condemned the fifth-class rate of 20 cents on evapo- 
rated milk from Lodi, in the period between February 4, 1919, 
and February 26, 1920, as unreasonable to the extent it exceeded 
a commodity rate of 17 cents. As a result of Ex Parte 74, the 
17-cent rate became 23 cents and that remained in effect until 
July 1, 1922, when it became 20.5 cents. The complainant then 
took up the question of a further reduction. Effective February 
15, 1923, a rate of 15.5 cents was voluntarily established from 
Lodi and 17 cents from Reedsburg, on condensed milk only. In 
August, 1923, Gaddess said, the reduced rates were made effec- 
tive on evaporated milk also, and are now in effect. 

Gaddess said that at the hearing the complainant was asked 
whether it desired to press the allegation that the existing rates 
were unreasonable and discriminatory. The answer was, he 
said, that that feature of the case would be dealt with later in 
the proceedings. He said the record did not disclose any further 
reference to that situation, and that no reference was made to 
rates for the future in the complainant’s brief. He said that that 
allegation, therefore, would appear to have been abandoned. 

Comparisons of rates from Lodi and Reedsburg with those 
from competitive points were offered, as showing the discrimina- 
tory character of the rates charged. However, Gaddess said, the 
discrimination complained of had been removed by the subse- 
quently established rates. He said there was no evidence to 
show actual damage suffered. 


OLEO REPARATION DENIED 


Examiner C. W. Griffin has recommended the dismissal of 
No. 15576, John F. Jelke Company et al. vs. Chicago & North 
Western et al., on a finding that rates on oleomargarine, car- 
loads, from Chicago to South Bend, Ind., Syracuse and New 
York, N . Y., Philadelphia and Pittsburgh, Pa., between Jan. 1 
and June 30, 1922, were not unreasonable. 

Third class was exacted. The complaining oleomargarine 
manufacturers alleged it was unreasonable and unjust to charge 
third class, in the six month period, on oleomargarine, while 
collecting only 90 per cent of third class on butter, a competing 
article, when rates on products of the farm, ranch, orchard 
and garden were being given a concession on the ground, as 
stated by the examiner, that the farmer had suffered more, in 
the decline of prices following the end of the war, than any 
other class, or industry. In saying that he was re-stating one 
of the defenses of the railroads. The latter said oleomargarine 
was not included in the list of commodities on which rates were 
reduced, as it was not considered a direct product of the farm 
or ranch, but purely a manufactured product and that a re- 
duction in rates thereon would not benefit the farmer. The 
railroads admitted there was more or less competition between 
butter and oleomargarine, as there was between fresh meats 
and packing house products, on the one hand, and dressed poul- 
try and eggs, on the other. But, they said, there was no reduc- 
tion in the rates on fresh meats or packing house products. 

The complainants cited a number of cases in which the 
Commission found that rates on butter and oleomargarine should 
be the same. In one of them it was contended that as egg 
albumen and yolks competed with eggs in the shell the former 
should be given the benefit of the reduction. The Commission, 
however, in that case, National Poultry, Butter & Egg Associa- 
tion vs. Ann Arbor, 88 I. C. C. 673, found it was not unreason- 


able to deny the benefit of the 10 per cent reduction to the al- 
bumen and yolks. 


RAILS WERE NEW 


Examiner J. C. Donnally has recommended the dismissal 
of No. 15155, Hyman-Micheals Company vs. Kanawha & Michigan 
et al. on a finding of fact that the steel rates, the commodity 
on which it was alleged unreasonable, unjustly discriminatory 
and unduly prejudicial rates had been applied, were new, in 
the sense that they had never been used and did not come within 
the varying commodity descriptions covering old rails or rails 
for scrap or relaying. The rails. in question were shipped, in 
August, 1921, from the government plant at Nitro, W. Va., to 
Detroit, Mich., Akron, 0., and McKee’s Rocks, Pa. The com- 
plainant alleged the rates were unlawful in the respects speci- 
fied in relation to rates on like shipments from points in West 
Virginia, Pennsylvania, Ohio, Illinois and Maryland. Reparation 
and new rates for the future were asked. 

The seventeen carloads shipped to Akron were 80-pound 
A. R. A. type B rails bought by the government to connect up 
parts of its plant at Nitro, but not used. The contract under 
which they were sold to the Akron, Canton & Youngstown 
described them as unused steel rails, in good condition except 
for surface rust caused by exposure to weather during storage. 
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The examiner said the only testimony given by a witness who 
had first hand knowledge as to their condition, at the time of 
their movement, was the chief engineer of the purchasing steam 
road. The latter said their appearance indicated they had been 
stored under sheds; that they were slightly rusted, but that 
some of the blue scale still adhered. He expressed the opinion 
that they were marketable as new rails. The A. C. & Y. paid 
$32.50 for them, on board cars at Akron. The market price at 
that time, for new rails, the examiner said, was $47 or $48 per 
long ton, at the mills. Donnally said there were no rate com- 
parisons to show the sixth class unreasonable, or that there 
would be any more shipments from Nitro, different in character 
from those under consideration. Therefore he said it was un- 


necessary to consider the prayer concerning a rate for the 
future. 


WROUGHT PIPE REPARATION 


A finding of unreasonableness and an award of reperation 
have been recommended by Examiner J. P. McGrath, in No. 
15659, Texas Company et al. vs. Kansas City Southern et al. 
as to rates on wrought iron or steel pipe, carloads, from and 
to many points in Louisiana, except Shreveport, to and from 
points in Arkansas. He said the Commission should find not 
unreasonable rates on that kind of traffic from Shreveport to 
designated Arkansas points. 

The complainants, the Texas Company and its subsidiary, 
the Texas Pipe Line Company, and the Sun Oil Company, an 
intervener, alleged the rates imposed on shipments made be- 
tween October 1, 1922, and November 27, 1923, from and to 
many points in Louisiana, and to and from designated points 
in ArkaRsas, were unreasonable. The prayer was for reparation. 

In all 112 carloads were involved. They were shipped be- 
tween many points in the oil fields in the states mentioned. 
The complainants asked for reparation to the basis of rates 
calculated on the maximum distance scales prescribed in Mem- 
phis-Southwestern Investigation, 77 I. C. C. 743, which became 
effective November 27, 1923. The shipments moved from 21 
points of origin to 11 destinations. In most instances the fifth 
class rates were applicable. The railroads contended that, inas- 
much as pipe did not originate in the territory and there was 
no steady or large movement, the class rate, established by 
the Commission, was the proper one to apply to movements of 
that kind. They said the rates were substantially the same as 
rates on pipe from Oklahoma, Missouri, and Arkansas to Texas, 
and intrastate rates between points in Arkansas, and, for part of 
the time, intrastate in Louisiana. There was disagreement as 
to fact on the point of the effectiveness of state commodity 
rates lower than the class rates. 


The examiner said the decision in the Memphis-Southwest- 
ern case should not be used as the measure of reasonable rates 
on the shipments made before that decision was made because 
it required a general readjustment, involving both increases and 
reductions. He said that the Commission, repeatedly, said that 
in such cases substantial justice would not be advanced by 
awarding reparation to those making such demands and had 
denied reparation. In conclusion he said: 


The Commission should find that the rates assailed from 
Shreveport were not unreasonable, but that the other rates 
assailed were unreasonable to the extent hereinafter indicated: 
11 cents from Emerson to Haynesville; 22.5 cents from Marion 
to Smackover; 26 cents from Smackover to Swartz; 27 cents 
from Louann to Haynesville; 28 cents from Ardis to Emerson; 
29 cents from West Monroe to Griffin; 32.5 cents from Oil City 
to Camden; 33.5 cents from Oil City to Louann, from Lewis to 
Louann and from Norphlet to Sarepta; 34 cents from Hosston to 
Louann, and from Vivian to Smackover, El Dorado and Norphlet; 
35 cents from Mooringsport to Louann, from Oil City to Griffin, 
Smackover and Norphlet, from Homer to Griffin and Smackover, 
from Lane to Smackover, and from Gilliam to Smackover; 36 
cents from Mooringsport to Kenova and from Blanchard to Grif- 
fin; 39.5 cents from Mansfield to Louann, Griffin and Smackover: 
40.5 cents from Harmon to Louann, from Crichton to Griffin and 
Smackover and from Mansfield to Norphlet by way of the Kansas 
City Southern and Missouri Pacific; 41.5 cents from Harmon to 
Norphlet and from Mansfield to Norphlet by way of the Mans- 
field Railway & Transportation Company, Texas & Pacific and 
Missouri Pacific; and 42.5 cents from Pelican to Smackover. 

There should be a further finding that the respective com- 
plainants and intervener made the shipments as described and 
paid and bore the charges thereon; that they have been damaged 
in the amount of the difference between the charges paid and 
those that would have accrued at the rates herein found reason- 
able; and that they are entitled to reparation, with interest. 
Complainants and intervener should comply with rule V of the 
Rules of Practice. 

The Chicago, Rock Island & Pacific participated in the move- 
ment of one carload from Vivian to El Dorado and the Mans- 
field Railway & Transportation Company, in the movement of a 
number of carloads from Mansfield to Norphlet and Louann. 
These carriers are not parties defendant in this case but may 
join in the payment of reparation. 


PENALTY UNREASONABLY IMPOSED 


In a report on No. 15726, American Licorice Company vs. 
Chicago, Milwaukee & St. Paul et al., tried under the shortened 
procedure, Examiner Frank M. Weaver advised the Commission 
to find charges assessed on a carload of stick licorice, shipped 
February 23, 1922, from Healy, Ill., to Los Angeles, were un- 
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reasonable to the extent they exceeded these which would have 
accrued at a rate of $2.755 and award reparation amounting to 
$193, with interest. A rate of $3.445 was imposed because the 
pill of lading did not contain a certificate that “the fibre boxes 
used for this shipment conform to the specifications set forth 
in the box maker’s certificate thereon, and other requirements 
of rule 41 of the Consolidated Freight Classification.” The cer- 
tificate is required by section 8 (c) of that rule 41. 

The boxes, the examiner said, complied with the specifica- 
tions. The only thing wrong was the failure to have such a 
certificate on the bill of lading. Under the rule a penalty of 
25 per cent was added, the penalty bringing the applicablbe rate 
from $2.755 to $3.445 per 100 pounds. The failure to have such 
a certificate on the bill of lading, the examiner said, was not 
discovered until the car arrived at Los Angeles, where the penalty 
of $193 was imposed. 

In explanation of the custom respecting shipments of stick 
licorice in fibre boxes the examiner said it was the complain- 
ant’s practice to have the certificate printed in the body of “its” 
bills of lading. In emergency periods, when the printed forrms 
were exhausted, he said the shipper used a rubber stamp to 
imprint the certificate upon the regular forms. At the time 
of the shipment, the examiner said, the complainant’s supply of 
the printed bills of lading was exhausted. Due to an over- 
sight, the shipping clerk of the shipper neglected to stamp the 
certificate on the regular form. 

The complainant contended, Weaver said, that rule 41 was 
unreasonable to the extent it failed to impose upon the initial 
carrier’s agent the duty of calling the shipper’s attention to the 
certificate referred to in section 8 (c) thereof. In support of 
that proposition Sea Gull Specialty Co. vs. Baltimore Steam 
Packet Co., 27 I. C. C. 267 was cited. In that case the Commission 
found: 


The duty should be placed upon carriers’ agents to notify shippers 
whenever their containers do not comply with specifications laid down 
in the classification rules. 


The carriers cited Pridham Co. vs. Southern Pacific, 30 
I. C. C. 117. In that case the Commission said the classification 
did require that on his bill of lading the shipper certify that 
the box tendered conformed to the classification rules, and that 
it was only by a rigid and inflexible enforcement of that re- 
quirement that the classification rule might be enforced. The 


Commission, in that case, in the last paragraph quoted by the 
examiner said: 


We are not prepared to say that some provision is not necessary 
to take care of instances that may arise through the shipper’s inad- 
vertence, but the penalty of 20 per cent applied on commodities mov- 
ing in fibre boxes which do not conform to the classification rules 
should not be permitted to modify the usual classification rule that 
all packages must be such ag will safely and securely transport the 
commodity contained. 


Discussing the Pridham case, the examiner said: 


The case last cited does not support defendants’ contention that 
the duty of notifying shippers of the provisions of section 8 (c) of 
classification rule 41 should not be placed upon the initial carrier’s 
agent. The last paragraph of the foregoing matter taken from that 
case makes it clear that the Commission recognizes a distinction 
between cases where the penalty accrues because of the shipper’s 
failure to comply with the package specifications and those where 
the assessment of the penalty is due wholly to the lack of a declaration 
as to containers that actually meet the specifications. The principle 
governing cases arising out of the misquotation of rates is not ap- 
plicable to cases relating to penalties. 


After recommending a finding of unreasonableness as to 
the charges resulting from the addition of the penalty and an 
award of reparation, Examiner Weaver said the Commission 
should say “defendants will be expected to amend the classifi- 
cation rules so as to place the duty of directing shipper’s 
attention to the penalty provisioins upon the initial carrier’s 
agent.” He said that if that were not done an appropriate 
order should be entered. 


CARBON BLACK RATES 


A finding of undue prejudice and an admonition to the car- 
riers to correct fourth section departures have been recom- 
mended by Examiner J. Edgar Smith, in No. 15650, Lookout 
Paint Manufacturing Company vs. Missouri Pacific et al., as to 
rates on carbon black from the Monroe, La., natural gas dis- 
trict, where the black is manufactured. He said the Commission 
should find the rates not unreasonable. He said, however, they 
did subject the complainant and its locality to undue prejudice, 
as compared with rates applicable from the same district to 
Louisville and related points, because the tariff permitted traffic 
for Louisville to move through Chattanooga. 

The complaint, Smith said, alleged violation of the first four 
sections of the interstate commerce act. He said it did not 
attack the rates in effect prior to February 11, 1922, when the 
rate to St. Louis, for a distance of 513 miles, was 67.5 cents 
and to Chattanooga for 512 miles was $1.025. The rates now 
are 61 cents to St. Louis, 92.5 to Chattanooga, and to Louisville 
70 cents. The St. Louis rate, he said, was established, from 
the Louisiana district to compete with the rate had by pro- 
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ducers in West Virginia. Then rates were made to the river 
crossings by adding or subtracting from the St. Louis rate, the 
fourth class differential. Smith said that, considering the light- 
ness of the loading, the minimum being 20,000 pounds, and the 
value of a carload, about $1,200, the Commission should not 
condemn either the 102.5-cent or the 82.5-cent rate to Chatta- 
nooga as unreasonable or unjust. He said there was no viola- 
tion of the second section. 

But, he said, the Commission should find the complainant 
and Chattanooga unduly prejudiced to the extent the rate ex- 
ceeded the rates maintained to the more distant points, Danville, 
Ky., and Louisville. He said no finding should be made at 
present, concerning the apparent departures from the fourth 
section, but that the carriers should be admonished to correct 
the same at once and by applying the same rate to Chattanooga 
as was concurrently applicable to Danville and Louisville. He 
said there was no evidence of damage, especially as the busi- 
ness of the complainant had grown rapidly in the last few years. 


CASINGHEAD GASOLINE RATE 


A finding of unreasonableness, an award of reparation and 
order requiring the establishment of a new rate have been 
recommended by Examiner David T. Copenhafer in No. 15532, 
Frontier Refining Co., E. M. Luther, Jr., receiver, vs. Atchison, 
Topeka & Santa Fe et al., as to a rate on casinghead gasoline, 
from Burkburnett, Tex., to Hutchinson, Kan., between August 
3, 1922, and April 26, 1923. The rate was 34 cents. On one 
shipment charges were collected on the basis of 32.5 cents. 
The examiner said there was an undercharge outstanding as to 
that shipment. The complaint alleged the rate was unreasonable 
and unduly prejudicial in favor of refiners at Witchita and 
Eldorado, Kan., and Kansas City. Copenhafer said the Com- 
mission should find the rate unreasonable in the past and for 
the future to the extent it exceeded or may exceed 27.5 cents. 
The complainant contended the rate was as charged to the extent 
it exceeded the rate to Wichita and Eldorado. Prior to October 
8, 1922, the examiner said the same rate applied to the three 
points. Hutchinson, however, was not changed when the other 
points were reduced. The examiner said that in Western Petro- 
leum Refiners’ Association vs. Director-General, 66 I. C. C. 426, 
the Commission prescribed the same rates from the Burkburnett 
group to Kansas group No. 2 in which Hutchinson is situated. 


REPARATION ON POSTS, ETC. 


Examiner John T. Money has recommended an award of 
reparation in No. 15409, Omaha Chamber of Commerce, Traffic 
Bureau, et al. vs. Director-General, as agent, on a finding that 
rates charged on a carload of posts from Branson, Mo., to 
Colome, S. D., and on a carload of cedar piling from Arrington, 
Tenn., to Smithland, Ia.. were in excess of those legally ap- 
plicable. Charges were collected on the posts at a rate of 42 
cents, the basis for which was not disclosed, and on the cedar 
piling at a combination rate of 41.5 cents. The examiner said 
the issue presented in connection with the shipment of posts 
was the same as that considered by the Commission in Sligo 
Iron Store Co. vs. W. M. Ry. Co., 62 I. C. C. 648, and 73 I. C. C. 
551, and the issue in connection with the cedar piling was the 
same as that in Acme Cement Plaster Co. vs. Director General, 81 
I. C. C. 298, and I. G. Lawrence vs. Director General, 83 I. C. C. 
369, in each of which cases the Commission found that the rates 
legally applicable were the sum of the intermediate rates in 
effect June 24, 1918, plus a single increase. He said the Com- 
mission should find that the rate legally applicable on the ship- 
ment of posts was 40.5 cents and on the cedar piling 38 cents. 


ANTHRACITE COMPLAINT DISMISSED 


Dismissal of the complaint in No. 15624, Goodrich Brothers 
Hay and Grain Company vs. C. C. C. & St. L. et al., has been 
recommended by Examiner C. W. Griffin on a proposed finding 
that the rate applicable on two carloads of anthracite coal 
shipped from West Nanticoke, Pa., to Ingalls, Ind., was not 
unreasonable or otherwise unlawful. The case was presented 
under the shortened procedure. 


RATE ON EMPTY BOXES 


Examiner Warren H. Wagner has recommended dismissal 
of the complaint in No. 15510, Forrester-Nace Box Company vs. 
Director-General, as agent, et al., on a finding that the rate on 
emepty wooden boxes from Kansas City, Mo., to Carl Junction, 
Mo., in the period of federal control, was not unreasonable and 
that no damage was shown to have resulted from alleged vio- 
lation of the long-and-short-haul clause of section 4 of the inter- 


state commerce act. The case was presented under the short- 
ened procedure. 


REPARATION ON CANNED GOODS 
On Further hearing, Examiner Frank M. Weaver, in No. 
14351, Traffic Bureau of Phoenix Chamber of Commerce et al. 
vs. Santa Fe et al., has recommended an award of reparation 
on shipments of canned goods, including canned salmon, canned 
fruits and preserved fruits, from Seattle, Wash., and points 
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taking the same rates, to Phoenix, Ariz. In the original report, 
88 I. C. C. 178, the Commission found that the rates to Phoenix 
were unreasonable to the extent that they exceeded contem- 
poraneous rates to Tucson, Ariz. The case was held open for 
the purpose of affording complainants an opportunity to show 
whether they made any shipments, and, in that event, whether 
they paid and bore the charges thereon. The examiner found 
that the Arizona Grocery Company, Melczer Company and 
James A. Dick Company were entitled to reparation. 


WINE GRAPE RATES TOO HIGH 


Examiner Harris Fleming, in No. 15663, A. C. Cecchini, A. 
Arragucchi and L. Guisti, doing business as New Italian Im- 
porting Company, vs. Southern Pacific, has recommended a 
finding that the rate on wine grapes, carloads, from Madison, 
Calif., to Portland and East Portland, Ore., are not unreason- 
able, as alleged, but unduly prejudicial, also as alleged, in 
comparison with the rates contemporaneously maintained oi 
like traffic to the destinations named, from South Vallejo, 
Napa and points on the Southern Pacific’s San Ramon and 
Walnut Grove branches. He said the undue prejudice should 
be removed by the establishment of rates from Madison no 
higher than from the points mentioned, as points of origin, in 
the comparison of rates. 


NOT ENTITLED TO SCRAP RATES 


Examiner Warren H. Wagner, in No. 15475, Alaska Junk 
Company vs. Spokane, Portland & Seattle, said the Commission 
should find that the rate on scrap steel for remelting purposes 
only was not applicable to steel rivets shipped from Vancouver, 
Wash., to Portland, Oreg., and dismiss the complaint. The 
rivets in question were bought at the shipyard at Vancouver 
when shipbuilding for war purposes was discontinued. They 
had not been used. They were sold by the complainants as 
scrap steel. The examiner said one of the co-partners admitted 
that if there had been a market for such rivets they would have 
been sold as rivets instead of scrap. The question was as to 
whether the descriptive words in the classification on scrap “of 
value for remelting purposes only” entitled the rivets to the 
scrap rate. The railroads contended that the temporary con- 
dition of the market was not sufficient to convert rivets into 
scrap. The examiner said the words defined the nature of the 
article and did not make the rate to be applied depend upon its 
use. The allegation was that the rate imposed was in violation 
of the fourth section and the sixth section. The fourth section 
violation alleged grew out of the fact that a combination of 
scrap rates made lower than the rivet rate applied. 


CITRUS FRUIT PROTESTS 


The Trafic World Washington Bureau 


The railroad commissioners of Florida and the Florida Citrus 
Fruit Exchange have protested against and asked for the sus- 
pension of Glenn, Speiden and Countiss schedules increasing 
the minimum on citrus fruits from 24,000 to 30,000 pounds and 
directing that in the estimation of the weight of crates of citrus 
fruits the weight on oranges be taken as 95 pounds and grape- 
fruit 85 pounds. The estimated weight is now 80 pounds. 

The Florida commissioners estimate that the proposal would 
increase the rates on grapefruit from 114 to 2 cents per crate 
and oranges from 4 to 6 cents. The schedules apply from points 
of origin in Florida except some points on the Florida East 
Coast to Casper and Sheridan, Wyo., Crawford, Neb., Deadwood, 
Hot Springs, Lead and Rapid City, S. D. 

At the time the protests were filed the railroads had not 
furnished their explanation as to why they proposed the in- 
creases. The schedules are to be effective October 1. The 
protests did not arrive in exact compliance with the rule of the 
Commission requesting protestants to give it ten days’ leeway 
in the consideration of objections, but they were accepted, inas- 
much as the ten-day limit began running on a Saturday and the 


protests were received the Monday morning following Septem- 
ber 20. 


PROTEST LIVE STOCK INCREASES 


The Trafic World Washington Bureau 


The Omaha Live Stock Exchange, Omaha Chamber of Com- 
merce, and live stock- shippers and civic organizations in the 
southwest have protested a proposal by the Rock Island and 
lines in Texas and other parts in the southwest for which 
Leland is agent, to make all live stock rates from the pan- 
handle of Texas and territory southwest of that part of the 
state and western Oklahoma, to Omaha, uniformly eleven cents 
over Kansas City. The tariffs against which the protests have 
been filed and request made for their suspension bear Septem- 
ber 27 as the effective date. 

In support of their proposition the railroads assert that 
eleven cents is the differential which should properly be in 
effect. The difference now ranges from one to thirteen cents. 
Th railroads assert that the difference in rates, Omaha over 
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Kansas City, prior to the effective date of the rates decreed 
by General Order No. 28, in June, 1918, was an average of nine 
cents. Taking that alleged average difference of nine cents as 
their foundation, they argue that, by applying the increase of 
August 26, 1920, and the reduction of July 1, 1922, eleven cenis 
is the same difference, relatively, as nine cents in 1918. 
Broadly speaking, the protestants assert that a difference 
of 150 miles in the distances to Omaha and Kansas City does 
not warrant a difference of eleven cents in the rates, even if 
it be admitted, which it is not, that the average was nine 
cents in 1918. In addition, they declare that an increase in 
rates to Omaha, without a corresponding increase to Chicagu 
and other live stock markets, will work an unjust discrimination 


against Omaha and an undue preference for the markets other 
than Omaha. 


CERTIFICATE DENIED 


The Commission, in finance docket No. 3207, proposed con- 
struction by Rio Grande City & Northern, mimeographed, has 
found that public convenience and necessity had not been shown 
to require the construction of a line from Samfordyce north- 
westerly along the Rio Grande, to Mirando City, Tex., a distance 
of approximately 85 miles. Protest against the construction was 
filed by the San Antonio, Uvalde & Gulf and the San Antonio & 
Mexican. Representatives of the International-Great Northern 
and the Laredo Chamber of Commerce appeared in support of 
the application at the hearing held by the Texas commission for 
the federal commission. After the hearing the Laredo Chamber 
of Commerce, the report said, withdrew its support. The Rio 
Grande City Railway filed later a protest against the applica- 
tion. 

The testimony at the hearing was that the applicant had the 
material for building between Samfordyce and Rio Grande City; 
that the financing had been done and that all that was needed 
was a certificate, but that no plans had been made for construc- 
tion beyond Rio Grande City. 

The Commission said the facts about the ownership of the 
material claimed by the applicant were developed at the hear- 
ing in Construction of Line by Rio Grande City Ry. Co., 90 
I. C. C—. The Commission gave a certificate to the Rio 
Grande City Company. The Commission said notice of the 
hearing on the Rio Grande City Company’s hearing had been 
sent to the applicant but it failed to enter its appearance. 


RATES ON WATERMELONS 


Rates on watermelons from all producing points in Ala- 
bama Georgia and Florida, to Peoria, Chicago and Milwaukee 
are attacked in Docket 15962, D. L. Alderman et al. against the 
Alabama & Vicksburg et al., heard by Examiner Shanafelt, at 
Chicago, September 22. 

Walter E. Baker, as rate witness for the complainant, ex- 
plained that on about 1,700 carloads of watermelons shipped 
between May and August, 1922, and May and August, 1923, the 
defendants assessed and collected rates in excess of the aggre- 
gate of intermediates based on Nashville, Tenn. The local 
rates in and out of Nashville on the shipments involved, if 
applied, would have been lower than the through combination 
rate based on the rate to the Ohio River plus the proportional 
rate from there to the several destinations. He introduced a 
number of exhibits comparing the rate actually charged with 
other rates which, the complainant contended, were proper. 

Ralph Merriam, counsel for complainant, then called repre- 
sentatives from a number of the 50 or more complainants in- 
volved, to testify as to the bearing and paying of charges by 
them on their share of the shipments. 

F. W. Gwathmey, counsel for all the defendant carriers, 
brought out the point that the complaint stated that the issues 
in this case and the Anguish case, heard in Chicago in May, 
1922, were the same, and he said he wished to put in the testi- 
mony in that case as the carriers’ side in this one. The testi- 
mony was to the effect that the roads believed the Nashville 
rate to be unusually depressed, because it had not had all the 
general increases given other rates in 1916. The reason for 
not raising it at that time, according to the carriers’ repre- 
sentatives, was that there was no movement over that route. 


ABANDONMENT AUTHORIZED 


The Buffalo, Rochester & Pittsburgh has been authorized 
to abandon 1.12 miles of branch line in Jefferson county, Pa. 


ABANDONMENT APPLICATION 


The Ohio River & Western Railway Company has applied to 
the Commission for authority to abandon that part of its line 
from Woodsfield to Lawton, Ohio, a distance of approximately 
60 miles. The company said it had been unable to meet operat- 
ing expenses for a number of years; that it was hopelessly in 
debt, and that the line was of narrow gauge construction. Auto- 
mobiles and motor trucks have taken traffic away from the 
line, the company said. 
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September 27, 1924 


UNIFORM WAREHOUSING FORMS 


The Trafic World Washington Bureau 


Simplified forms for warehousing transactions prepared by 
the committee on simplification of forms and methods of the 
American Warehousemen’s Association, the Chamber of Com- 
merce of the United States, and the Department of Com- 
merce, were submitted for the approval of the interested parties 
at a conference at the Department of Commerce, September 24. 
R. M. Hudson, chief of the division of simplified practice of the 
Department of Commerce, presided at the conference, which 
was participated in by representatives of warehouse operators, 
trade associations, railroads, manufacturers, surety companies, 
and representatives of various branches of the government. 


Mr. Hudson explained that the purpose of the conference was 
the elimination of waste in distribution and that the way to such 
elimination was through simplification of methods, forms, etc. 
He said there were more than 4,000 warehouses in the United 
States and that the volume of business handled annually ran 
into billions of dollars. 

Gardner Poole, of Boston, president of the American Ware- 
housemen’s Association, said -general use of the forms would 
eliminate misunderstanding and make the business of ware- 
housing more useful. W. W. Morse, former president of the as- 
sociation, spoke briefly in support of the movement to have uni- 
form forms used. 

A. H. Greeley, of Cleveland, chairman of the committee that 
had charge of the work of preparing the forms, reviewed briefly 
the enormous task undertaken by the committee. He said 
thousands of forms were examined by the committee. He took 
occasion to say that of all the leading industries the least known 
about was the warehousing industry and that few realized the 
important service rendered by that industry. Referring to obsta- 
cles confronted by the committee, he said that many warehouse- 
men thought that their particular forms were the best. Other 
speakers referred to persons who favored uniformity—provided 
their particular forms were adopted. 

H. W. Tilden, of the American Specialty Manufacturers’ 
Association, suggested that the forms prepared by the committee 
be accepted for a year’s trial. He doubted that the forms could 
be passed on properly in a day’s conference. 

A. L. Green, of the American Railway Association, said the 
association was thoroughly in accord with the movement. He 
believed that adoption of uniform forms would cut down waste 
and assist in the movement to reduce loss and damage claims. 
Mr. Woodson, secretary of the Railway Accounting Officers’ 
Association, told of the adoption of uniform forms by the rail- 
roads. 

At the close of the morning session, Secretary Hoover made 
a brief address in which he said the only method he knew of for 
reducing the cost of production and distribution was the simplifi- 
cation of methods, standardization where that was possible and 
uniformity of action. He believed that an enormous reduction 
in the cost of distribution could be obtained by adoption of such 
methods. Adoption of such a report as submitted by the commit- 
tee, he said, would be a contribution to the erection of a better 
economic system in the country. He expressed appreciation 
of the cooperation of the business men of the country with the 
Department of Commerce in its efforts to simplify and standard- 
ize the methods of doing business to end of reducing costs. 

At a meeting of the committee before the general conference 
it was pointed out that the warehouse industry has been severely 
handicapped by the existing diversity of forms, both as to the 
expenses of operation, claims, and other items; while the shipper 
and banker have also suffered a loss of business through the 
lack of uniformity as to negotiable papers. With the pro- 
posed simplifications adopted by all groups, it was declared, 
shippers in all parts of the country will no longer be obliged 
to prepare their own forms for use in dealing with widely scat- 
tered warehouses. 

Objection by Norman Draper, representing the Institute of 
American Meat Packers, and Nathan B. Williams, counsel for 
the National Association of Manufacturers of the United States, 
to approval of standard terms and conditions printed on the 
back of the forms blocked complete approval by the conference 
of the committee’s recommendations at the closing session, 
September 24. 

Mr. Draper objected to the wording of several clauses in 
the terms and conditions relating to extra charges in cases 
where the warehouseman could not effect delivery before ex- 
piration of storage date and to relieving the warehouseman of 
responsibility in event of labor disputes, and depredation by 
rates as provided in Article 26 of the terms and conditions. 

Mr. Williams urged full discussion of the terms and condi- 
tions. He said he was not versed in warehousing law and sug- 
gested that the terms and conditions should carry a commer- 
cial arbitration clause providing for settlement of disputes over 
meaning of terms and conditions by a board of arbitration set 
up by the parties to the dispute. He said such a clause would 
remove his objection. Mr. Greeley thought the suggestion a 
good one. 


Mr. Greeley explained that the difficulty in the way of 
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changing the terms and conditions was that they had been ap- 
proved by the American Warehousemen’s Association and that 
changes could not be made with the approval of the association 
until the next annual meeting in December. He thought a great 
deal had been accomplished in getting the warehousemen to 
agree to the proposed set of terms and conditions. He said if 
the conference would approve the report, the question of chang- 
ing the terms and conditions could be taken up later. Mr. 
Williams suggested that the terms and conditions be approved in 
“principle,” but there was no second to a motion to that effect. 
Mr. Draper and Mr. Tilden said they could not vote to approve 
the terms and conditions to that extent. Mr. Greeley expressed 
disappointment that the terms and conditions were not approved. 
It was explained that the terms and conditions were those that 
have been used for a long time by leading warehouses and that 
there was really nothing new in them. It was finally agreed to 
approve the face of the proposed forms without the terms and 
conditions. A resolution to that effect was adopted. Another 
resolution was adopted expressing appreciation of the work of the 
Department of Commerce and American Warehousemen’s Asso- 
ciation in the development of standard forms and providing for 


another conference to deal with the question of terms and condi- 
tions. 


Mr. Greeley expressed appreciation of the time given by 
those who came to Washington to participate in the conference. 
The forms approved by the conference, minus the terms and 
conditions, included the following: 


Rate quotations, storage agreement—terms and conditions; mutual 
benefit suggestions, in the form of stickers; over, short and damage 
reports; non-negotiable warehouse receipt (for use in announcing ar- 
rival of merchandise-free storage); non-negotiable warehouse re- 
ceipt (for use in announcing arrival of merchandise in bond); nego- 
tiable warehouse receipt; notice of orders filled; invoices; account 
of stock; and household forms. 


The terms and conditions to which objection was taken as 
indicated follow: 


STANDARD TERMS AND CONDITIONS OF THE AMERICAN 
WAREHOUSEMEN’S ASSOCIATION 


Article 1. All goods for storage are to be delivered at the warehouse 
properly marked and packed for handling, and the storer shall furnish 
at or prior to such delivery a manifest, showing marks, brands or 
sizes to be kept and accounted for separately. Otherwise the goods 
will be stored in bulk or lots at the discretion of the warehouseman, 
and will be billed and delivered accordingly. 

Article 2. Unless otherwise provided, all commodities are stored 
om month to month contract and billed monthly, and reservation is 
made of the right to require the removal of any lot upon thirty days’ 
notice from the next storage date. Only such notice as is reasonable 


or possible under the circumstances is required on perishable or 
hazardous goods. 


Article 3. The rates of storage are per month or fraction thereof, 
based on original packages, dating from the receipt of the first pack- 
age, or from date when incoming car is constructively placed by car- 
rier; or in the case of reserved space, from the date of reservation; 
and cover from that date up to but not including the same date of 
the following month, or at the option of both parties, that storage be 
charged from first to first of each month, then all goods received up 
to and including the 16th of the month a full month’s rate, and after 
the 16th to end of month, a half month’s charge. When the final ex- 
pirating date falls on a Sunday or legal holiday, the next business day 
will be deemed the expiring date. There will be a minimum storage 
charge per lot. All charges are assessable monthly in advance and the 
warehouseman may refuse delivery of goods until charges are paid. 


Article 4. Handling charges cover the ordinary labor and duties 
incident to receiving at warehouse door, stowing away and redelivery 
to warehouse door, goods in original packages. Handling charges 
will be billed with the first month’s storage charge. Small deliveries 
not yielding the warehouseman’s minimum charge at one-half the 
handling rate will be assessed an additional amount to equal such 
minimum. 

Article 5. Due to the extra expense of operating Bonded ware- 
houses, an extra charge over regular storage, handling and other 
rates, will be made for bonded merchandise. 


Article 6. Minimum charges will be applied on storage, handling 
or other service. 
Article 7. When goods in storage are ordered out, a reasonable 


time shall be given the warehouseman to execute the order. If the 
warehouseman is unable to effect delivery before expiring storage 
date, an additional storage charge may be assessed. 

Article 8. Orders signed in full and in writing will be required for 
the delivery of all goods, and where goods are covered by negotiable 
receipts, such receipts must be surrendered properly endorsed. 

Article 9. Postage and addressed envelopes should be furnished 
by —we requiring daily notification of shipments, deliveries or 
reports. 

Article 10. When the warehouseman furnishes common, skilled or 
clerical labor, extra space, light, power or material, a charge will be 
made at regular rates in effect. 

Article 11. A charge for time and material will be made for re- 
pairing or rocesearas. 

Article 12. Weighing or measuring goods, taking and reporting 
marked weights and numbers for purposes other than warehouse 
identification, will be charged for at regular rates. 

Article 13. When rates are quoted by weight, they will be com- 
puted on the gross weight, and the term ‘‘Ton’’ when used means 
Two Thousand (2,000) pounds. 

Article 14. Shipping charges cover billing, marking or tagging, 
procuring bills of lading and mailing same. A separate charge will be 
made for each express or parcel post shipment. 

Article 15. Loading and unloading charges include use of switch 
track, labor required and billing of car. Bracing or dunnage when 
required will be furnished at regular rates. 

Article 16. Demurrage and other time penalties are chargeble 
to customer, unless previous arrangements have been made to the 
contrary. 

Article 17. A non-negotiable or negotiable receipt will be issued 
for each consignment of goods receiv for storage. Negotiable re- 
ceipts will be issued only when requested and must be signed for 
when delivered. Where receipts covering subdivisions of the original 
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consignment are requested, a charge may be made for each additional 
receipt. 

‘Article 18. Customers, their representatives, or workmen, may 
(subject to insurance regulations) have access to or work on goods in 
store when accompanied by a warehouse employe, for whose time a 
charge will be made. 

Article 19. When goods in storage are transferred on the books of 
a warehouse from one party to another, a new contract is made 
thereby, and a new storage date established on the date of such 
transfer. 

Article 20. Storage rates do not include insurance of any kind 
and insurance rates, if quoted, are not guaranteed. 

Article 21. Stock statements submitted in duplicate by customer 
will be checked with the books of the warehouse without charge. A 
charge will be made for physical warehouse checking or stock taking. 

Article 22. A charge wil be made for making collections or for 
transportation charges advanced. Such advances become a lien on 
the goods in storage and are payable on demand. : 

Article 23. A charge may be made to cover the clerical work 
necessary in checking and handling express and railway company’s 
collect or prepaid expense bills. Large amounts are subject to 
sight draft. 

Article 24. Liability of the warehouseman for loss of or damage 
to goods shall in no case exceed $8.00 per cubic foot or 25 cents per 
pound, according as weight or size determines the rate, unless excess 
value is declared by the customer at the time the goods are stored. 
A charge will be made for such excess value. ’ 

Article 25. Goods that are perishable or that are susceptible to 
damage through changes of temperature or other causes incident to 
ordinary storage will be accepted only at owner’s risk. 

Article 26. The responsibility of the warehouseman is defined by 
the laws of the State. All goods are warehoused at owner’s risk of 
loss, damage, or delay by civil or military authority, or insurrection, 
riot, strikes, labor disputes, enemies of the government, sprinkler 
leakage flood, wind, storm, fire, moth, corruption, depredation by rats, 
mice or vermin, change of temperature, or by any cause beyond the 
control of the warehouseman. The warehouseman will assume no re- 
sponsibility for concealed damage, leakage, variation in weights, or for 
losses in weight by reason of defective or insufficient containers 
whether occurring while goods are in storage or are being handled, 
nor failure to detect or remedy the same. 


It was explained that any warehouseman would be free to 
use the standard terms and conditions or that a warehouseman’s 
own terms and conditions could be used. 


Those who attended the conference included the following: 


Herbert Hoover, Secretary of Commerce, Washington, D. C.; 
Col. F. H. Adams, Q. M. C., U. S. Army, Office of the Q. M. General, 
Washington, D. C.; C. A. Aspinwall. Security Storage Company, 
Washington, D. C., Security Safe Deposit Company, Norfolk, 1140 
18th St., Washington, D. C.; Harry A. Austin, Secretary, U. S. Sugar 
Manufacturers’ Assn., 901 Union Trust Bldg., Washington, D. _C.; 
J. Earle Bacon, Merchants Cold Storage and Warehouse Co., 160 Kins- 
ley Ave., Providence, R. I.; W. N. Bament, Home Insurance Co., 59 
Maiden Lane, New York, N. Y.;: W. W. Barnes, Tr. Mgr., Beech-Nut 
Packing Co., Canajoharie, N. Y.; Francis J. Becker, Terminal Re- 
frigerating and Warehousing Co., 4% and D Streets, S. W., Wash- 
ington, D. C.; H. B. Bolton, U. S. S. B., Emergency Fleet Corpora- 
tion, 19th and B Sts., Washington, D. C.; S. Hazen Bond, American 
Security Company of N. Y., 100 Broadway, New York, N. Y.; B. T. 
Brancher, The Hoover Co., North Canton, Ohio; J. W. Bristor, U. S. 
Fidelity and Guaranty Co., Baltimore, Md.; J. C. Brown, Mgr., Cam- 
den Warehouses, B. & O. R. R., Baltimore, -Md.; E. C. Brown, U. S. 
Testing Company, Inc., 340 Hudson St., N. Y. C.; A. L. Bush, Do- 
mestic Commerce Division, Department of Commerce; A. M. Clark, 
Vice-Pres., National Surety Co., 115 Broadway, New York City; C. K. 
Clausen, Manor Place, Larchmont, N. Y. (Representing Shippers); 
F. D. Compton, Aetna Casualty and Surety Co., 833 Woodward Bldg., 
Washington, D. C.; A. Lane Cricher, Transportation Division, Dept. 
of Commerce, Washington, D. C.; Chas. L. Criss, General Secretary, 
American Warehousemen’s Assn., 545 Wabash Bldg., Pittsburgh, Pa.; 
N. C. Damon, National Auto Chamber of Commerce, 716 Transporta- 
tion Bldg., Washington, D. C.; J. J. Deady, Armour & Co., Chicago, 
Ill. (Washington, D. C. Office); E. C. Delgado, Tr. Mgr., Federal Match 
Corp., 316 N. Third St., Philadelphia, Pa.; Norman Draper, Institute 
of American Meat Packers, Chicago, 1029 Munsey Bldg. Washington, 
D. C.; A. B. Efroymson A. W. A., Pittsburgh, Pa., Ninth St. Ter- 
minal Whse. Co., 1200 W. Ninth St., Cleveland, Ohio; Welington 
Elmer, Asst. Megr., Foreign Department, The Bank of America, 44 
Wall St., New York City; E. W. Ely, Division of Simplified Practice, 
Department of Commerce; William Embery, Insurance Company of 
North America, S. E. 3d & Walnut Sts., Philadelphia, Pa.; Robert 
H. Evans, Michigan Smelting & Refining Co., 7885 Joseph Campan 
Ave., Detroit, Mich.; B. S. Foster, Jr.. Aetna Casualty & Surety Co., 
Hartford, Conn.; R. S. French, Gen Mer., National League of Com- 
mission Merchants. Munsey Bldg., Washington, D. C.; Allen F. 
Gabriel, Secretary, The Bridgeport Storage Warehouse Co., 10 Whiting 
St., Bridgeport, Conn.; P. L. Gerhardt, Vice-Pres., Bush Terminal 
Co., 100 Broad St., New York, N. Y.: A. B. Galt, Division of Sim- 
plified Practice, Dept. of Commerce; J. W. Glenn. Vice-Pres., Amer- 
ican Warehousemen’s Assn., 204 Terrace, Buffalo, N. Y.; Phillip Godley, 
Pres., Pennsylvania State Warehousemen’s Assn... Room 609 Penn- 
sylvania Station, Pittsburgh, Pa.: A. H. Greeley, Vice-Pres., General 
Storage Company, Perry-Payne Bldg., Cleveland, Ohio; A. L. Green, 
Freight Claim Prevention, Am. Railway Assn., 431 S. Dearborn St., 
Chicago, Ill.; Sydney Green, Jr., Southern Bonded Warehouse Corp., 
Petersburg, Va.; Hancock Griffin, Electric Manufacturers’ Council, c/o 
General Electric Company, Schenectady, N. Y.; T. Leo Haden, In- 
terstate Commerce Commission, Washington. D. C.; Wm. E. Hague, 
President, The Merchandise Storage Co., 29 Vine St., Columbus, 
Ohio: W. E. Halm, Pres., New York Dock Company, 44 Whitehall 
St., New York City. Also Director, Amer. Warehousemen’s Associa- 
tion; C. J. Hamilton, National Furniture Warehousemen’s Association, 
c/o Security Storage and Trust Co., 13 West North Ave., Baltimore, 
Md.; Miss Sabina D. Hann, The Stone Straw Co., 30 “O”’ St.. N. W., 
Washington, D. C., Representing Straw Manufacturers; Harry W. 
Hanson. Secretary. American Manufacturers’ Export Assn., 160 Broad- 
way, New York City; August A. Henser, Roessler and Hasslacher 
Chem. Co., 709 6th Ave., New York City; C. L. Hillearv, F. W. Wool- 
worth Company, Woolworth Bidg., New York City; Charles Hine. 30 
East 60th St.. New York City: P. E. Holden. Department of Manu- 
facture, U. _S. Chamber of Commerce. Washington, D. C.; R. M. 
Hudson, Chief, Division of Simplified Practice, Dent. of Commerce: 
Go ¥, ‘Hukill, American Chain of Warehouses, 415 Greenwich St., 
New York City; T. A. Jackson, Jackson Storage and Van Company, 
5951 W. Madison St., Chicago Tll.; Maurice Kressin, President, Na- 
tional Delivery Association, Kelloge Building, Washington, D. C:; 
John M. Kulsland, American Warehousemen’s Association, 25 Park 
Place, New York City: G. _F. Lacront. Union Bag and Paper Corp., 
233 Broadway. New York Citv; Harry C. Lewis, Merchant Refrigerat- 
ing Co., 161 Chambers St., New York City; Henry M. Loomis, Asst. 
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Secy., National Canners’ Association, 1739 H St., N. W., Washington, 
D. C.; G. S. Lovejoy, Quincy Market Cold Storage and Warehouse 
Co., 178 Atlantic Avenue, Boston, Mass.; O . Lowry, Chesapeake 
and Ohio Railway Co., Richmond, Va.; James H. Lyons, Insurance 
Company of North America, 232 Walnut St., Philadelphia, Pa.; M. Q. 
MacDonald, National Paint Oil and Varnish Assn., Inc., c/o Unfair 
Competition Bureau, Washington, D. C.; R. D. Marshall, Compt., Ter- 
minal Refrigeration and Warehousing Co., Four and One-half St., 
and Virginia Ave., Washington, D. C.; William G. Martin, Colgate 
and Company, New York City; John H. Matter, U. S. Chamber of 
Commerce, Washington, D. C.; J. Matthews, Jr., Acting Assistant 
Director, Bureau of Foreign and Domestic Commerce, Department 
of Commerce, Washington, D. C.; Henry deF. Mel, Commander, U. S. 
Navy, Washington, D. C.; B. H. Mercer, Fidelity and Deposit Co., 
Baltimore, Md.; W. V. Moeren, Furniture Manufacturer and Artisan, 
Grand Rapids, Mich.; O. L. Moore, Secretary, Automatic Register 
Manufacturers’ Assn., 986 Continental and Commercial National Bank 
Bldg., Chicago, Ill.; W. W. Morse, Security Warehouse Company, 
Minneapolis, Minn.; Edwin Morton, Treas. and Manager, Baltimore 
Chain Stores, Inc., S. W. Co., 26th and 11th Avenue, New York, 
N. Y.; J. E. Murphy, Steiner, Murphy and Co., 50 Church St., New 
York City; A. Heath Onthank, Domestic Commerce Div., Bureau of 
Foreign & Domestic Commerce; G. F. Paine, Domestic Distribution 
Dept., Chamber of Commerce of the U. S., Washington, D. C.; 
Irving S. Paul, 4113 Conn. Ave., Washington, D. C.; Gardner Poole, 
President, American Warehousemen’s Assn., c/o Commonwealth Ice 
and Cold Storage Co., Boston, Mass.; Noble N. Potts, Traffic Mana- 
ger, Department of Commerce, Washington, D. C.; . B. Rogers, 
Southgate Terminals, Norfolk, Va.; Gordon Ross, Crooks Terminal 
Warehouses, Chicago and Kansas City; Austin C. Sayler, O. S. 
Hubbell Printing Co., 648 Huron Rd., Cleveland, O.;William A. 
Schlhorst, U. S. F. & G. Co., Baltimore, Md.; Charles J. Schmit, 
New York Board of Trade and Transportation, c/o Messrs. George 
Borgefeldt and Co., New York City; H. L. Shearer, Detroit Board of 
Commerce, Detroit, Mich.; Jno. Simon, Megr., Branch Dist. Dept., 
Keystone Steel and Wire Co., Peoria, Ill.; J. L. Sinclair, Term 
Refrigerating & Whs. Co., 444 & D. S. W., Washington, D. C.; Jno. 
J. Sinnott, Dist. Mgr., F. F. Dalley Company, Inc., 50 James St., 
S. Hamilton, Ont., Canada; Stanley H. Smith, Traffic World, 505 
Colorado Bldg., Washington, D. C.; Lendoe D. Snow, Lever Brothers 
Company, Cambridge, Mass.; R. L. Spencer, Warehouse Dept., Penna. 
R. R. System, Pittsburgh, Pa.; Harry L. Sprague, Maryland Cas- 
ualty Co., Baltimore, Md.; Kent B. Stiles, ‘‘Distribution & Ware- 
housing,”’ 239 West 39th St., New York City, and National Dis- 
tributors’ Assn. (Secretary), same address; Ralph C. Stokell, Execu- 
tive Sec’y, Cold Storage Division, Am. Whsemen Association, 1610 
First National Bank Bldg., Chicago, Ill.; H. F. Themhorst. Amer. 
Specialty Manufacturers’ Assn., New York City; B. M. Thomas, 
Genr. Amsterdam Casualty Co:, 237 St. Paul St., Baltimore, Md.; 
Louis S. Tiemann, Vice-Pres., American Exchange Natl. Bank, New 
York City; H. W. Tilden, Aunt Jemima Mills Corp., St. Joseph, 
Mo., American Speciaity Manufacturers’ Assn., New York City; 
D. L. Tilly, Vice-Pres., New York Dock Company, New York City, 
Amer. Warehousemen’s Assn., Pittsburgh, Pa.; C. J. Toole. U. S. 
Ss. B. Emergency Fleet Corp., Washington, D. C.; A. J. Walker, 
Norfolk Warehouse Corp., 704 Front St., Norfolk, Va.; Col. Frank 
L. Wells, Interdepartmental Board on Simplified Office Procedure, 
Office of the Chief Coordinator, Washington, D. C.; R. E. Whippy, 
The Hygienic Products Co., 709 Walnut Ave., S. E., Canton, O.; 
L. Z. Whitbeck, Gen. Tr. Mgr., The Great Atlantic and Pacific Tea 
Company, P. O. Box 290, City Hall Station, New York City; John 
W. White, Baker Vanter Co., Benton Harbor, Mich.; Wilson Whittle, 
Western Warehouseing Co., 323 West Polk St., Chicago, Ill., Illinois 
Assn. of Warehousemen, 323 W. Polk St., Chicago; Nathan B. 
Williams, National Association of Manufacturers of the U. S. A.. 
Law Department, Union Trust Bldg., Washington, D. C.; Paul 
M. Williams, U. S. Dept. of Agriculture, Washington, D. C.: J. W. 
Wimer, D. of C.-Govt., 318 District Bldg., Washington, D. C., Fed- 
eral Traffic Board; T. E. Witters, Balto Fidelity Warehouse Co., 
Hillen & High Sts., Baltimore, Md., Maryland Warehouse Assn.. 
Baltimore; E. R. Woodson, Secretary, Railway Accounting Officers’ 
Assn., 1116 Woodward Bldg., Washington, D. C.; Edward Wuichet, 
Union Storage Co., Dayton, O.. American Chain Warehousemen’s 
Assn., . Y¥. C.; C. G. Yates, The Vick Chemical Co., Greensboro, 
N. C., also National Distributors’ Association, Cleveland, Ohio; 
H. S. Yohe. U. S. Department of Agriculture, Washington, D. C.; 
S. Hazen Bond, American Security Co. of N. J.. 100 Broadway, 
New York City, local address: 531 Southern Bldg., Washington, D. C. 


SUSTAINS DIRECTOR-GENERAL 


A compensation board of referees, composed of Daniel W. 
Knowlton, George M. Curtis and John A. Emmart, in Spokane 
& Eastern Railway & Power Company and Inland Empire Rail- 
road Company vs. the Director-General of Railroads, compen- 
sation docket No. 85, has reported to the President in favor of 
the contentions of the Director-General. 

The properties alleged by the petition for compensation 
because of taking by the government, in 1918, were owned, at 
the time of the taking, by the Spokane & Inland Empire Rail- 
road Company. In 1919, after the road was relinquished in 
June, 1918, passed into the hands of a special master under a 
mortgage covering the assets of the Spokane & Inland Empire. 
The property was divided and sold by the special master to 
George H. Taylor, who divided the railroad to the plaintiffs. 

It was claimed that the property, excepting that engaged 
in street railroad business, was taken over by the government. 
The successor companies claimed compensation based upon the 
net railway operating income for the three-year test period for 
all the property except that used in street railway business. 

The Director-General moved to dismiss on the grounds, 
first, that title to compensation did not pass by master’s sale to 
the claimants; second, that the assignment by way of mort- 
gage was barred by section 3477 of the Revised Statutes for- 
bidding assignment of claims against the United States; third, 
that the Spokane & Inland Empire was not taken under federal 
control; and, fourth, that even, if technically it was taken un- 
and control, the evidence failed to show any loss arising there- 
rom. 

The referees held with the Director-General that the mas- 
ter’s sales did not convey title to the claim; and that the con- 
veyance under mortgage to Taylor brought in the statutory bar. 
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September 27, 1924 


SOUTHERN CLASS RATES 


The Trafic World Washington Bureau 


Arguments in the southern class rate investigation (No. 
13494) cannot be made in October, as thought possible, Com- 
missioner Eastman has announced. Carriers have informed 
him that they have been unable to complete the computation 
of mileages and rates. Mr. Eastman thinks it desirable that 
the Commission have that information before proceeding with 
the case. Notice will be given when hearing will be held for 
the incorporation of the information concerning the traffic 
check, which the carriers think cannot be completed before 
December 1. 

Commissioner Eastman, in his announcement, reproduced, 
in part, a statement made to him by the carriers involved. His 
statement follows: 


Under date of April 18, 1924, a notice was issued in the above- 
entitled proceeding stating, among other things, that the carriers 
were to conduct a traffic test covering the month of April, to ascer- 
tain as nearly as may be the revenue effect of the rates recommended 
in the proposed report. It was further stated that an opportunity 
would be afforded to incorporate the results of this traffic test in 
the record prior to the oral argument, and that argument would be 
had, if possible, early in October. ’ 

I have now been informed by the carriers that the computation 
of mileages and rates covering all the traffic, both intraterritorial 
and interterritorial, which moved in the month of April, has proved 
so great a task that the results of the traffic test will not be avail- 
able prior to December 1, 1924. Representatives of the Commission 
have been in touch with the work on this traffic test, and I am con- 
vinced that the delay has not been due to lack of diligence upon 
the part of the carriers. The following statement from the carriers’ 
Fourth Section Committee is of interest in this connection: 

“Not only have our regular forces engaged in this work, but 
we have employed all other available men, drawing for that purpose 
upon the personnel of the Southern Freight Association as well as 
the general and local freight offices located in Atlanta. On this work 
we have employed 96 clerks with a monthly pay roll of $8,945.00. 
This does not take into account the Fourth Section Committee whose 
members’ salaries and expenses are paid by individual lines, nor 
does it include clerks employed on the work in the individual traffic 
and accounting offices of our principals. 

“To afford some idea of the tremendous character of the task, it 
may be mentioned that we have furnished the auditors with 846 
mimeographed pages containing constructive distances or rates. In- 
cidentally, we have used over one million sheets of mimeograph paper 
in our work on this case since the receipt of the tentative report. 

“Because of the complicated basis for interterritorial rates, we 
have been compelled in the interest of accuracy to calculate them in 


this office, and have received from the auditors requests for 175,000 
such rates.”’ 


I regret exceedingly the delay in. bringing the case to oral argu- 
ment. However, it is desirable that the Commission should have the 
results of this traffic test before reaching a final decision, and the 
work which has been carried on in connection with this test will 


undoubtedly expedite the publication of such rates as are finally 
prescribed. 


Under the circumstances it will not be practicable to have oral 
argument in October. Further notice will later be issued giving the 
date of the hearing at which the results of the traffic test will be 
incorporated in the record and setting the date for oral argument. 


COTTON SETTLEMENT EXPECTED 


The Trafic World Washington Bureau 


A complete revision of cotton rates in the Southeastern, 
Carolina and Mississippi Valley territories, on the basis of rates 
devised by the Georgia commission, without the formality of 
hearings has grown out of informal conferences between car- 
riers and shippers, September 22, and the following day, under 
the guidance of Director Hardie of the Bureau of Traffic and 
members of the Commission’s board on suspension. Negotia- 
tions have gone so far that the hearing set for Montgomery, 
Ala., October 3, in I. and S. No. 2226, has been canceled. 

The hope is for the establishment of three kinds of rates on 
cotton, namely, cotton, uncompressed, cotton uncompressed with 
carrier’s option of compression, and compressed cotton. It is 
not intended to provide for rates on uncompressed cotton 
throughout the south but to make such rates for the places that 
now have them, which are, roughly speaking, the places where 
they are needed. 

With a view to having the proposed rates proposed in I. and 
S. No. 2226 schedules go into effect, without delay, it was pro- 
posed at the conferences that the railroads east of Atlanta make 
proportional rates to Carolina mill points, on cotton from Louis- 
ville & Nashville stations and concentration points, which, when 
added to the Louisville & Nashville rates, would be the same 
as rates via other junctions where there were transit privileges. 
The proposal was made on account of the unwillingness of the 
Louisville & Nashville to grant transit privileges at any point. 
Montgomery has a formal complaint involving the question 
whether that road can be made to grant transit at anything 
less than the combination of the rates in and out. Montgom- 
ery’s insistence upon its claim for transit made it necessary to 
make an arrangement, of a temporary character, so as to have 
the rates go into effect and, incidentally, avoid the alternative 
set by the Georgia commission, that of having rates within the 
state reduced to the level of the border point interstate rates, 
designated by the Georgia body as the maximum rates which 
might be established in the state, if its own scale were not ac- 
cepted within a specified time. 

New Orleans interests objected, of course, to the adjust- 
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ment which would give points in Texas lower rates to the south- 
east than from points in Mississippi valley territory. The rail- 
road men in the conference said that the situation created by 
such rates would be taken care of, because they would not un- 
dertake to justify such a disregard of the fourth section. New 
Orleans was also interested in the retention of rates on cotton 
uncompressed, the contention being that some mills needed un- 
compressed cotton and that rates should be made on that kind 
of cotton properly related to rates on compressed cotton and 
cotton moving under carrier option to compress. The railroad 
men promised to take Care of that situation also. 

Those attending the conferences were: 

George S. Rains, Southern Freight Association; R. J. Doss, 
Atlantic Coast Line; J. K. Brown, Yazoo & Mississippi Valley; 
W. W. Massey, Southern; J. H. Ketner, Seaboard Air Line; 
C. A. Mitchell, New Orleans Joint Traffic Bureau; C. W. Chears, 
Cotton Manufacturers’ Association of Georgia; F. D. McConnell, 
Central of Georgia; A. W. Sanders, Central of Georgia; Moul- 
trie Hitt, American Short Line Association; D. F. Kirkpatrick, 
Georgia & Florida; T. D. Guthrie, Jacksonville Traffic Bureau; 
Thos. J. Burke, Charleston Traffic Bureau; C. W. Hayward, 
Meridian Traffic Bureau; Frank P. Morgan, Montgomery Cham- 
ber of Commerce; E. B. Gaines, City of Savannah; M. C. Moore, 
Mississippi Railroad Commission; B. F. Martin, representing 
attorney general of Mississippi; Brooks G. Brown, Southern; 
L. A. Chadwick, Mobile & Ohio; T. P. Goodwin, Jackson (Miss.) 
Farm Bureau; J. E. Monroe, Alabama & Vicksburg and Vicks- 
burg, Shreveport & Pacific; W. J. McGehee, E. R. Gardner and 
W. H. Paxton, Southern Railway; J. O. Hamilton, Kansas City 
Southern; A. A. Goodt, Missouri Pacific; B. H. Stanage, St. 
Louis-San Francisco; A. J. Lehmann, Cotton Belt; H. A. Roby, 
Southern Pacific; F. A. Grady, T. K. Kesler, Augusta Traffic 
Bureau; Chas. B. Bowling, American Cotton Growers’ Exchange; 
I. M. Porter, North Carolina Cotton Growers’ Co-operative As- 
sociation; J. H. Wright, Cooper & Griffin, Greenville, S. C.; 
Geo. W. Forrester, Cotton Manufacturers’ Association, Atlanta; 
W. N. Pendleton, Geo. H. McFadden & Bro.; J. T. Hiers, At- 
lantic Cotton Association; E. T. Willcox, and T. T. Massengill, 
Seaboard Air Line; J. K. Dent, Louisville & Nashville, and M. 
M. Caskie, Montgomery. 


GRAIN PROPORTIONALS PROPOSED 


The Trafic World Washington Bureau 


A futile effort was made, September 25, by railroads inter- 
ested in the all-rail transportation of grain and grain products, 
destined to the east, between Twin Cities and Chicago, in com- 
petition with the rail-and-lake tramp steamer combination, to 
find a basis for the publication of proportional rates, to enable 
them to compete with the routes through Buffalo and other 
lower lake ports. They got together a conference in the presence 
of Commissioners Aitchison, Esch and Campbell and Director 
Hardie, to which they invited parties in interest. 

In calling the conference together Commissioner Aitchison 
said the Commissioners knew nothing of the object of the con- 
ference and warned those participating in it to remember that 
they should not think of trying to plant any seed in the minds 
of Commissioners with a view to its effect upon any case that 
might come before them for decision. He said there would be 
no record of the discussion and suggested that those who pro- 
posed anything be brief, to the end that the Commissioners 
might keep engagements they had made in other matters. 

Robert E. Quirk said he had asked for the conference at the 
request of the railroads with a view to obtaining views of those 
interested, to the end that the railroads immediately concerned 
might have a basis on which to proceed in the formulation of a 
schedule of proportional rates. He said F. B. Townsend, chief 
traffic officer of the Minneapolis & St. Louis, had been delegated 
by the railroads to present their views as to the desirability of 
having proportional rates so as to avoid the possibilities of a 
recurrence of friction, the evidences of which had appeared 
before the Commission more than once. Commissioner Aitchi- 
son suggested that rates on grain and grain products were about 
as delicate rate matters as could be suggested, but while he 
seemed to convey the thought that a conference on them was 
not the best way to proceed on the subject in view of the pos- 
sibility of the questions being put before the Commissioners in 
a formal case, he said the conference might go on. Mr. Town- 
send reviewed the whole situation in a prepared statement, 
which, however, could not be made a matter of record. 

Missouri River interests and southwestern millers said 
they did not object to reductions such as would result from the 
publication of proportional rates but they said they would ob- 
ject if the scheme was not made broad enough to cover traffic 
in which they were interested. 

Duluth, interested primarily in the dispatch of grain via the 
rail-and-lake lines converging in that port, indicated its oppo- 
sition to on arrangement that would send traffic over the all- 
rail routes through Chicago. 

Opposition by Duluth and the suggestion of southwestern 
millers and Missouri river markets that they would be opposed 
to the arrangement unless it was broadened to include them 
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made the conference come to an end without any definite 
result. 

The proposal is as to grain originating in the territory, 
chiefly along the northern transcontinental roads, in Minnesota 
and the Dakotas, the rates on which, to Minneapolis and Duluth, 
are the same. The scheme presented provided for a rate of 
37.5 cents from Minneapolis to New York on wheat products 
and 37 cents on wheat; 36 cents on coarse grain and 36.5 cents 
on coarse grain products. The present rate from Minneapolis 
to New York is 43 cents on wheat and 41.5 cents on coarse 
grain. The interested millers and the railroads figured that via 
tramp steamers, the Buffalo millers were able to get into New 
York at 18.07 cents per 100 pounds on wheat products under 
Minneapolis. Under the proposed scheme of rates, the handi- 
cap, as the Twin City Interests called it, would be reduced to 
12.07 cents per 100 pounds. They figured they could do busi- 
ness in trunk line territory under that much of a handicap and 
enable the all-rail lines to get some business they are not now 
taking. 

The proposing roads were surprised when T. H. Collyer, 
for the eastern roads, said they would not concur in the pro- 
posed rates. He said they had agreed with the proposing roads 
only with a view to getting a proposal for discussion in the reg- 
ular way—that is, on the dockets of the proposing roads in ac- 
cordance with the agreement between the railroads and the 
National Industrial Traffic League that rate propositions would 
be handled in that way. That announcement made the, confer- 
ence practically useless, as the primary object of the western 
lines was to get the rate scheme published without protest or 
suspension. They said they thought they had an agreement 


with the eastern roads to that effect, hence their call of a 
conference. 


MILEAGE TICKET HEARINGS 


The Trafic World Washington Bureau 


Hearings in No. 14104, the interchangeable mileage ticket 
investigation, were resumed September 24, on the order of re- 
opening issued after the Supreme Court of the United States 
sustained the injunction issued by the special commerce court 
convened in Massachusetts on petition of the railroads for an 
order forbidding the Commission to enforce its order in that 
case. Commissioner Meyer sat at the resumption of the hear- 
ing with Examiner Sweet. 

At the behest of Commissioner Meyer Mr. Sweet announced 
that the controversy in the case seemed to have narrowed down 
to the question as to what would be the reasonable rate to be 
charged for mileage books. He said the Commission desired 
light on that point. Mr. Sweet said the issue was what seemed 
to result from the litigation. A man in the audience said he 
wanted to be heard on the issue as presented in the statement 
made by the examiner but, when asked, he said he had no testi- 
mony to offer and he was advised to reserve what he had to 
say for the argument. 

L. E. Wettling, statistical witness for the carriers, submitted 
figures tending to show that the carriers were not earning a 
fair return on the value of the property devoted to transporta- 
tion, the rate of return being calculated on the investment as 
shown by the books of the carriers. His first exhibit compared 
the rate of return of Class I roads and switching and terminal 
companies in the first seven months of 1923 and 1924, by districts 
and for the United States as a whole, the return in 1923 for the 
country as a whole, in that seven-month period being shown as 
4.86 per cent and for the corresponding period in 1924, as 4.07 
per cent. Another showed operating revenues, expenses, net 
railway operating income and rate of return in the calendar 
years 1922, 1923 and the first seven months of 1923 and 1924, 
showing, generally, that the first seven months of this year 
were not so good as the corresponding period of 1923. Another 
exhibit showed passenger traffic statistics for the same years 
and parts of years, showing that the passenger business of 1924 
was not so good as the preceding year. 

Frank S. Warne, for the complaining commercial travelers 
who induced Congress to enact the statute under which the 
Commission made the enjoined order, in the latter part of the 
first day’s morning session, began putting in statistics covering 
the last five years, the inference to be drawn from which seemed 
to be that the carriers, at times, had not been economical in the 
operation of their roads, that the efficiency of labor was increas- 
ing and the number of workers on the railroads decreasing so 
that the implication of the Wettling figures could not be used, 
as a safe guide for a decision as to the reasonableness of the 
rate prescribed in the prior order. He quoted, at considerable 
length, from decisions of the Commission, from testimony of 
Commissioner Esch before Congressional committees, and im- 
plied that the earnings of the carriers were better than indicated 
by their figures. His figures showed that the ton-miles increased 
by 3,567,000,000 in the first part of 1924 as compared with 1923, 
notwithstanding that in the same period there was a monthly 
average decrease in the number of employes of 220,581. 

Mr. Warne was on the stand until after the usual hour 
for adjournment so as to complete his statement in chief. The 
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railroad attorneys called attention to the fact that they would 
be due at the Pullman hearing in two days and said they hoped 
Mr. Warne would continue until he had finished in disregard of 
the arrival of the closing hour. The testimony throughout was 
intended to show that the railroads were not as near the danger 
line in income as suggested and also that the commercial tray. 
elers, by reason of increases since January 1, 1918, had been 
forced to pay a larger percentage than the one way occasional 
passengers. Mr. Warne used the one-way passenger traveling 
in a lower berth of a Pullman from New York to Albany op 
January 1, 1918 and August 1, 1924 to compare with the user 
of a mileage book, also traveling from New York to Albany 
on the days mentioned, to show that the commercial traveler 
had paid a greater percentage of increase than the one way first 
class fare passenger. In addition he pointed out there had been 
an increase in the excess baggage rates which fell heavily on 
the commercial traveler. 

D. K. Clink, representing commercial travelers, testifying 
September 25, made the usual arguments in support of the re- 
quest for the issuance of mileage books at reduced rates. He 
said the sale of the books would stimulate travel. He objected 
to a requirement compelling the purchasers of books to attach 
a photo of themselves to the book for identification purposes, 

H. M. Clark, in the wholesale millinery business at Colum- 
bus, O., testified that while his firm probably would not increase 
the number of salesmen on the road if mileage books were sold 
at a reduction of 20 per cent, it would keep ‘its men on the road 
longer each season. He also said he believed there would be 
more travel if mileage books were sold at reduced rates because 
of the fact that the traveling salesmen would have their trans- 
portation paid for in advance and that the tendency would be 


for them to use the scrip more readily than they would buy and 
use tickets at the regular rates. 


PAPER RATE JURISDICTION 


The carriers took the position that the Commission was 
without jurisdiction in Docket 15916, the Spanish Pulp & Paper 
Mills et al. against the Ahnapee & Western, heard by Examiner 
Shanafelt at Chicago this week. The rates involved are on 
shipments of newsprint paper from Espanola, Ont., to destina- 
tions in Wisconsin, Illinois, Minnesota, Missouri, Iowa and 
Omaha, Neb. The carriers contended that the major part of the 
rate involved was in Canada and, therefore, not under the juris- 
diction of the Commission. William Collin, for the complain- 
ant, said it was his opinion that the Commission had power to 
investigate the rates as a whole and to issue orders in so far 
as they affected lines within this country, and he believed that 
if this course was followed it would -prove effective. The ex- 
aminer ruled that the hearing might go on and the carriers 
asked that their exception to the ruling be noted. 

Ely O. Merchant, head of the statistical department of D. H. 
Mead & Co., who market paper for the complainant, told of 
the competitive conditions with other distributing firms. He 
entered exhibits showing the sources of newsprint paper, tend- 
ing to show that in Canada it comes from what is known as 
the eastern and western groups. He said that Espanola was 
at the extreme western neck of the eastern group. 

T. T. Webster, traffic manager for the complainant, testi- 
fied that the eastern group meant the eastern rate blanket, 
where rates were made on certain basic mills and other mills 
were charged arbitraries over them. The western group, tak- 
ing in mills at Ft. Francis, Ft. William, Kenora and other points 
near there, he said, were in the western rate group, where the 
rates were the result of those fixed by the Commission. He said it 
was the contention of the complainant that Espanola really 
belonged in the western group, because of its position and be- 
cause of the market it reached into in the destination territory 
involved. He told of the attempts that had been made to get 
Espanola placed in the western group, but said nothing could 
be gained from the Canadian railroads. He introduced exhibits 
of comparisons in ton mile earnings between the groups, tend- 
ing to show that the earnings on the rate from Espanola were 
more comparable to the western group. Specifically, he said, 
= rate desired was 4 cents in excess of that from Sault Ste. 

arie. 

J. E. Bryan, for the Wisconsin Traffic Association, intervener 
on behalf of the Wisconsin mills, and R. J. Henderson, for the 
mills of the Kewatin Paper Company, the Itasca Company, the 
Hennepin Company and the Watab Company, interveners, en- 
tered testimony to the effect that they did not want their rates 
raised to adjust any difference that the Commission decided 
might exist, and defended their rates in general. They were not 
averse to Espanola having a western group rate. 


OPERATION OF WEST VIRGINIA LINE 


The West Virginia Midland Railway Company has applied 
to the Commission for authority to take over and operate the 
lines of railroad of the West Virginia Midland Railroad Com- 


pany from Holly Junction to Webster Springs, W. Va., a dis- 
tance of about 30 miles. 


SeptemD 


Twent 


The 
conside! 
ties CO! 
be con 
properl 
therefo 
does 1 
effort, 
jn com 
is any 
be har 
consid 
The a 
sacrifi 
might 

of his 
ducin: 
M 


so re 
gavin: 
ever, 
lems 
lowe} 
throv 
the § 
tery 
can 
were 
row 
the 
pens 
due 
con’ 
of | 
gen 
the 
be 
is | 
tra 
puy 
the 





0. 13 


Ould 
Oped 
‘d of 

was 
nger 
‘Tay. 
een 
Onal 
ling 


ser 
any 
eler 
irst 
een 
on 


ing 


He 
ted 
ich 
es, 
m- 
ise 
ld 
ad 
be 


\S- 
be 
1d 


is 
rT 


6 © bee 


= 


September 27, 1924 


THE TRAFFIC WORLD 661 


Freight Routing 


Twentieth of a Series of Twenty-Six Articles on the Subject of Routing of Freight, Written 
for The Traffic World by J. D. Collier 


The up-to-date and progressive merchant of today must 
consider his expenditures in a broad manner. In all the activi- 
ties connected with the furtherance of his business, he must 
be constantly vigorous. In the economies possible in order 
properly to conserve his profits and extend his trade. Economy, 
therefore, to the progressive merchant, is a broad term, and 
does not primarily imply the expenditure of the least time, 
effort, or money, but considers these expenditures broadly and 
in connection with the results to be obtained. I doubt if there 
is any activity in connection with his business that could not 
be handled more economically than at present if economy were 
considered from the standpoint of the smallest initial outlay. 
The advertising budget could be reduced, no doubt, but at a 
sacrifice of results. It could be put out more cheaply, but it 
might not “pull” so strongly or at all. A particular illustration 
of his product could be eliminated from his advertising, re- 
ducing expense, but he would recognize the result. 

Many activities in manufacturing and merchandising are 
so recognized that the original cost, or the apparent money 
saving in itself, is a small consideration. Many concerns, how- 
ever, do not as yet give their transportation activity or prob- 
lems this broad consideration. Their first thought is to get 
lower rates and to recover greater amounts from the carriers 
through claim channels. Just why this activity does not get 
the same broad interpretation as others has long been a mys- 
tery to many who are properly informed as to the results that 
can be obtained for the average merchant if proper attention 
were given to this activity. It is a well known fact that a nar- 
row view of the importance of this transportation activity and 
the problems connected with it has caused much needless ex- 
pense to many manufacturers and merchants. No doubt this is 
due to their ignorance of transportation conditions, they being 
convinced in their ignorance that all available routes, or most 
of them, offer equal service and rates. This is not only the 
generally accepted opinion, but it seems somewhat logical to 
the uninformed person, as the law plainly reads that there shall 
be no discrimination between parties. However, discrimination 
is the rule and not the exception, due to the misapplication of 
transportation facilities by the shipper, who, in other words, 
buys transportation that is not discriminatory per se, but has 
that effect through his application of it to his business. If the 
purchasing agent of his concern were held to account only on 
the basis of buying the cheapest material, a similar result would 
obtain, no doubt; consequently his purchasing agent is a special- 
ist—one who knows not only the goods he buys and the market 
for them, but the use of them in the manufacturing process and 
the effect of the cheaper and higher grades of raw material. 
A grade that would suit one manufacturer would be entirely un- 
satisfactory and inadequate to another. Even the season of the 
year or the climate of the sales territory should be taken into 
consideration. 


Many large concerns, however, do recognize the importance 
of their transportation activity and, in consequence, their rout- 
ing and all their problems receive the highest consideration 
from persons qualified to understand the far-reaching effect. 
In transportation, regardless of any other features, the fact is 


paramount that “as you route, you buy, you get, and you pay 
for.” 


In the previous article an illustration was given to indicate 
not only a money loss through lack of intelligent routing, but 
a lack of sales service that might easily arise through lack of 
proper routing. As the traffic service is not a definite science 
in any sense, many of these situations could and do occur, but, 
through lack of information and understanding of the situa- 
tion, they are frequently not recognized or attributed to trans- 
portation. If they were, this activity would, without doubt, re- 
ceive more serious consideration by the progressive manufac- 
turer or merchant. 

The reason, in the mind of the writer, that the transporta- 
tion problem, in most instances, is considered only from the 
point of view of saving of rates and collection of claims, is 
that these two features are outstanding and readily recognized 
as concrete and visible effects which even the least posted 
Official will consider. This is, no doubt, an extremely important 
factor, but even to obtain this result requires that the activity 
be handled by an experienced and competent man. Also, con- 
trary to the general opinion, the route on one commodity does 
not necessarily imply that it is the logical or cheapest route 
for another. A set or standard system of routing is dangerous. 
Each must be handled individually, in most instances, to obvi- 
ate errgr and needless expense. Many other factors require this 
individual attention, but we will illustrate from the standpoint 
of economy in rates only. 


In this instance, therefore, let us figure the routing that 
will result in the lowest charge from a New York rate point 
to a Texas point. Deviating for a moment, we find that quite 
an area contiguous to New York takes the New York group 
rates to the western gateways. The New York rate to Chicago, 
Cincinnati, Louisville, and St. Louis, applies from a defined area, 
but, in this instance, we must also consider the Memphis gate- 
way and, in figuring to this gateway, we find the Southern Clas- 
sification governs, whereas, to the other destinations mentioned, 
the Official Classification applies. The Southern Classification 
provides for the commodity in question fifth class, minimum 
36,000 pounds. The Official Classification, in connection with 
the rates to other points, provides for fourth class rate, mini- 
mum 36,000 pounds. This situation is further complicated by 
the application in connection with the Official Classification ter- 
ritory of an eastern line individual exception sheet, which 
modifies the classification provided for and authorizes fifth 
class to apply on the commodity, with certain restrictions. 
Thus, we have it that, in either instance, the fifth class rate is 
lawfully applicable to be used in connection with the rates to 
all basing points. Reference to the rate tariffs indicate the 
following rates, therefore, to be used as factors to the various 
gateways: Louisville, 56% cents through per ecwt.; Cincinnati, 
49 cents per cwt.; Chicago, 5644; St. Louis, 73144 cents; Mem- 
phis, $1.05%. The rates are quoted from the territories in 
which these basing points or gateways are located in a peculiar 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as foilows: First insertion, $1.00 pe 

charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. 
forwarded free and all correspo 
TRAFFIC WORLD, 418 South Market Street, Chicago, Il. 


POSITION WANTED—Traffic Manager, age 38, married; 17 years’ 
railroad experience; La Salle graduate; now employed; wants position 
with larger future. Conscientious and hard worker. Address Box 705, 
care Traffic World, Chicago, IIl. 
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WANTED—Traffic Bureau in city of 50,000 wants man capable 
of checking rates on every known commodity between all points in 
North America with maximum speed and accuracy. Address Box 707; 
care Traffic World, Chicago, IIl. ‘ 


POSITION WANTED—Traffic Manager, age 39, married, now suc- 
cessfully handling traffic department industrial concern. Familiar all 
phases domestic and export traffic, railroad, steamship and industrial 
experience. Open for connection with larger future. eferably east. 
Address Box 697, care Traffic World, Chicago, IIl. 


POSITION WANTED—Traffic Man who understands rate con- 
struction, analysis, claims, Interstate Commerce law, procedure before 
the Commission, etc. Two years practical experience. University 
graduate of transportation, three years law training, age 
married. Address 8. S., care Traffic World, Chicago, Iil. 














ATTENTION, TRAFFIC MANAGERS—Westbound Intercoastal 
steamship tariffs, showing all class and commodity rates from 
North Atlantic ports to Pacific Coast, via Conference Steamship Lines, 
$5.00 per copy delivered. Address, Intercoastal Steamship Freight 
Bureau, 423 Lissner Building, Los Angeles, California. 


TRANSPORTATIO 


IN ALL ITS 
PHASES 


Cur course introduces you into the traffic field, and 
carries you through Transportation Law, including 
ICC practice and procedure. 


LEARN BY THE ONLY REAL PRACTICAL METHOD 


The traffic field needs keen, two-fisted trained men 
to care for its constantly growing needs—CAN WE 
COUNT ON YOU ? 


Resident Fall Classes forming constantly. Resident 
training by mail available at any time. Phone for 
full particulars or write for our new catalogue. 


COLLEGE OF ADVANCED TRAFFIC 
608 So. Dearborn St. CHICAGO Harrison 8650 
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way. The points of origin in Central Freight Association ter- 
ritory are grouped into territories designated and known by 
the same name as a prominent point in each. Points of origin 
in other territories are treated likewise. The system of pub- 
lishing rates in the Texas tariffs is similar to other tariffs 
quoting through rates to Southwestern territory, which is to 
make rates from group points of origin to destination in rela- 
tion to the rates to and from St. Louis—that is, by showing 
arbitrary rates to be added to or subtracted from the rates 
quoted from St. Louis territory to destination. This in no 
sense, however, implies that they are St. Louis combinations; 


it is a method of publishing rates rather than a basis for arriv- 
ing at rates. 


On the particular commodity used in this instance special 
commodity rates are provided from the various gateways to 
destination as follows: From Louisville, $1.37 per cwt., mini- 
mum 36,000; from Cincinnati, $1.43; from Chicago, $1.49; from 
St. Louis, $1.32; from Memphis, $1.23. The through rates which 
result, therefore, are the various combinations on the gateways 
—Louisville, 56% cents plus $1.37, or $1.931% through; Cincin- 
nati, 49 cents plus $1.43 equals $1.92 through; Chicago, 56% 
cents plus $1.49 equals $2.0514%4 through; St. Louis, 66 cents 
plus $1.32 equals $1.98 through—which indicates that, in order 
to obtain the lowest rate, the car should move via Cincinnati, 
which has the advantage over Chicago of 13% cents per cwt. 
St. Louis 6 cents per cwt., Louisville, 14% cents per cwt. The 


route properly to use to obtain the cheapest combination must 
be via Cincinnati. 


Let us take another instance, quoting from a New York 
territory to a point of destination located in Texas, the points 
or origin and destination in this instance being the same as 
in the previous illustration. The commodity is rated in the Offi- 
cial Classification, which applies to the other gateways fifth 
class. However, by the application of the exception sheet of 
the individual carrier, a rating of 90 per cent of the sixth class 
rate is authorized and lawfully applicable. The rating in the 
Southern Classification which applies from the gateways to des- 
tination is class “A.” However, in this instance, there is a 
special commodity rate provided to Texas points from all of 
the gateways. In checking the tariff we find that the rates 
from points of origin to the gateways are as follows: Louisville, 
43 cents per cwt.; Cincinnati, 37% cents per cwt.; Chicago, 43 
cents per cwt.; St. Louis, 49 cents per cwt.; Memphis, $1.08 
per cwt. The special commodity rate from the gateways to 
destination is as follows: From Louisville, 93 cents per cwt.; 
from Cincinnati, 99 cents per cwt.; from Chicago, 99 cents; from 
St. Louis, 88 cents; and from Memphis, 80 cents per cwt. The 
lowest combination, therefore, appears, in this instance, to be 
via Louisville. The difference is small, but it indicates that 
between the same points on a different commodity the routing 
would be different in many instances. 


The situation relative to the Memphis combination is in- 
jected here to show the importance of the routing activity, not 
only for the saving of rates but as an indication of the effect 
of rate changes which ordinarily would not be recognized unless 
the manufacturer or his representative were fully familiar 
with the possibilities of routing and the effect of the many 
changes in rates which, in many instances, would prove detri- 
mental to his business, and would indicate also the possibilities 
of error in case a standard routing were considered adequate 
and no further attention were given to the subject. Up to some 
time ago the rates from eastern points to Memphis were made 
in relationship to the Ohio River gateways following their pub- 
lication on a percentage basis over and above the rates applied, 
regardless of the fact that Memphis is in Southern territory. 
If the manufacturer or merchant had been intelligently handling 
his routing he would have recognized that any disturbance of 
the rates to Memphis would be highly detrimental to him. 


On both of the commodities taken into consideration in the 
two illustrations previously given, the cheapest rate from point 
of origin to destination was via Memphis before the rates to 
Memphis were readjusted. A review of the rates, as previously 
shown herein and an indication of the high combination on 
Memphis, would indicate the effect of this rate adjustment. 
Therefore, it is readily recognized that, unless the routing is 
properly handled and all factors taken into consideration, the 
manufacturer cannot keep in touch with the transportation 
changes that affect him, but that, without full knowledge, are 
not recognized by him as properly attributable to transportation. 
The same attention to this activity would no doubt interest 
this manufacturer or concerns in the east on rates from Mem- 
phis, to various destinations, as well as in rates from other 
basing points. The lack of this broad application, which can 
only be visualized through intelligent routing and a broad view- 
point of the transportation problem, precludes the possibility 
of the merchant interesting himself in the adjustment of rates 
which primarily he ought to be interested in. He would, no 
doubt, say that he has no branch in Chicago, St. Louis, Cincin- 
nat,i Louisville, or Memphis, but, if intelligent analysis were 
made of his routing, probably he would recognize that he is 
not only interested in the rates from his shipping point to his 
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consuming territory, but in all the rates from and to interme. 
diate points as possible combinations to arrive at the lowest 
basis in connection with his commodity. As previously stated, 
through lack of proper attention to this activity, many condi- 


tions arise that are attributable to transportation, but are not 
so recognized. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


BILLS OF LADING 


“Bill of Lading” Is a Receipt and Contract of Shipment: 
(Court of Civil Appeals of Texas, Texarkana.) “Bills of 
lading” issued pursuant to statute serve as receipts for goods 
delivered and contract of shipment, and must contain a de- 
scription of the goods.—Insurance Co. of North America vs. 
Irby, Alexander & Irby, 263 S. W. Rep. 1071. 
Bill of Lading Is Prima Facie Evidence of Kind and Quantity 
of Goods: 
As between the parties and their privies, the bill of lading 
is prima facie evidence of kind and quantity of goods actually 
delivered to the carrier.—Ibid. 


CARRIAGE OF LIVE STOCK 


Exclusion of Testimony On Ground as Being from Records Not 

Shown to Have Been Correctly Made Held Error: 

(Court of Civil Appeals of Texas, Fort Worth.) Where 
testimony did not appear to have been based merely upon rec- 
ords kept by witnesses, objection to the testimony that it was 
from records which the witnesses had not proved to have been 
correctly made was improperly sustained.—Wichita Valley Ry. 
Co. vs. Baldwin, 263 S. W. Rep. 1090. 

Assuming in Charge Loss of Calf and Cow Not Error Where 

Losses Proven by Uncontradicted Testimony: 

In action by shipper for damages to shipment of cattle, 
trial court’s assuming in his charge plaintiff’s loss of calf and 
cow was not error, such losses being proven by uncontradicted 
testimony.— Ibid. 

Specific Issues of Negligence Alleged if Supported by Evidence 

Should Be Submitted: 

The issues to be submitted of negligence of either carrier 
or shipper should be the specific issues of negligence alleged, 
if supported by evidence instead of submitted negligence in 
general terms.—Ibid. 

Evidence Held to Justify Submission of Shipper’s Negligence: 

In action for damages to shipment of cattle, evidence held 
to justify submission of shipper’s negligence in placing his 
cattle in pens on Friday afternoon when he knew there were 
no facilities for watering them, and that the train would 
not leave until 4 p. m. the following day.—lIbid. 


Evidence Held to Justify Assuming Cars of Cattle in Another’s 
Name Belonged to Shipper: 

In action for damages to shipment of seven cars of cattle, 
where evidence showed that, although three cars were shipped 
in another’s name, they belonged to plaintiff, there was no error 
in assuming ownership in plaintiff of the seven cars.—Ibid. 
Loading of Shipper’s Cattle at Rear End of Train Held Not 

Negligence: 

Where cattle shipped were injured in head-on collision, 
loading at rear end of the train held not to constitute a basis 
of recovery on the ground of negligence in so loading them, 
though because they were at the rear end of the train they 
were injured, while the cattle of another at front end of train 
were not injured.—Ibid. 

Admission of Evidence that Jolt to Plaintiff’s Cattle at Rear End 
of Train Was More Severe than Jolt to Cattle in Front Cars 
Held Proper: 

Where cattle of another shipper, loaded near the front end 
of train, were not injured by head-on collision, proof that jolt 
to plaintiff’s cattle loaded at the rear end of the train was 
more severe than the jolt to the cattle loaded near the front 
was proper, to account for the difference in effect of the col- 
lision on plaintiff’s cattle and the other cattle.—Ibid. 


GUARANTY CERTIFICATES 


The Commission has certified to the Treasury that $98,- 
988.33 will make good the guaranty to the Cincinnati, Lebanon 
& Northern, and that $3,457.49 will make good the guaranty to 
the Barnegat railroad. The C. L. & N. has received advance 
payments aggregating $150,000. 

The Commission has certified to the Secretary of the Treas- 


ury that $694,150.86 will make good the guaranty to the Florida 
East Coast. 
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New Wharf Trackage Arrangement Speeds Shipments 


Houston’s wharf trackage was designed for flexibility, economy and efficiency in 
switching. 


Each shed platform is served by three tracks that connect directly with the main 
line track without any interference with the adjoining wharves. 


With this arrangement it is possible to switch any ship’s cars, day or night, irre- 
spective of the condition of the tracks at the adjoining wharves. 


Also, two main lead tracks, instead of one, have been provided in order that two 
switch engines may operate at the same time without conflicting with each other, add- 
ing to the flexibility of the terminal. 


These are all points of vital interest to the shipper who, when he considers the 
movement of his goods through a port, is always concerned with the question of dis- 
patch and promptness. 


For further information concerning the port, send for the 
“Port Houston” booklet. Address 


DIRECTOR OF THE PORT, FIFTH FLOOR, COUNTY COURT HOUSE, HOUSTON, TEXAS 


PORT OF HOUSTON 


‘‘Where Seventeen Railroads Meet the Sea’’ 





Minneapolis & St. Louis Railroad Company 


ww. H. BREMNER, Receiver 









THE PEORIA GATEWAY —T 


During periods of heavy traffic movements when other 4 0.DAK 
gateways were congested traffic moved without delay iii 
through the Peoria gateway. A delay of one day as a \ 
result of routing your freight through, large congested ~ a) 
terminals may result in the loss of a customer. ae ca 


FOR EFFICIENT AND DEPENDABLE FREIGHT 
SERVICE BETWEEN EAST AND WEST, ROUTE 7 


VIA PEORIA, ILL, CARE M&STL RR —~—— 22S Sic.) 


CHICAGO, ILL., 201 Marquette Bidg., J. R. Shannon, General Agent, 
CINCINNATI, OHIO, 909 Neave Bldg., J. B. Helwig, General Agent, NzZz., 
CLEVELAND, OHIO, 508 Park Bidg., E. G. Gustafson, General Agent, 
DETROIT, MICH., 514 Free Press Bldg. 1. L. Colborn, General Agent, 
DES MOINES, 1A., 4th & Market Sts., G. C. Houk, General Agent. 
INDIANAPOLIS, IND., 526 Merchants Bank Bidg., C. F. Hayes, General Agent, 
KANSAS CITY, MO., 322 Railway Exchange Bldg., |. W. Hannum, General Agent, 
MINNEAPOL IS, MINN., Trans. Bidg., J. C. Glenn, General Agent, ee 
ae TRANSFER, MINN. 733 Pillsbury Ave., T. J. Pewters, Commercial Agent. 
NEW Y N. 25 Broad E. Hanis, General Eastern Agent. 
PITTSBURGH, PA. "403 Park si. o, M. Corbett, General Agent, Freight Dept. 
PEORIA, ILL., 306 Lehmann Bidg., J. T. Redmon, "General Agent. 
= LOUIS, Wo. Ye Pierce Bidg., H. My Koch, General Agent. 
PAUL, , 612 Pioneer Bidg., — 3 Davis, General Agent. 
SAN FRANCISCO, “CAL., 1054 A.B "Bidg., E. L. Jones, General Agent, 
SEATTLE, WASH., 752 Stuart Bldg., A. . Herron, General ‘Agent, 
SPOKANE, WASH., 508 Sherwood Bidg., D . C. Spoor, General Agent, 


‘“‘BETWEEN EAST AND WEST—PEORIA GATEWAY BEST” 
For your convenience the M. & St. L. R. R. maintains offices listed above 
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CROW’S NEST PASS CASE 


The Trafic World Ottawa Bureau 


Three days of hearing served to clear away the preliminary 
obstacles in the Crow’s Nest Pass agreement freight rate dis- 
pute before the Board of Railway Commissioners, and on Tues- 
day, of this week, counsel began to present arguments. 

The earlier sessions were devoted to the filing of docu- 
mentary evidence by the legal representatives opposed to the 
railways. Most of the documents were freight tariffs and the 
like, which showed that the manner in which the railways applied 
the Crow rates on the commodities named in the agreement 
had created a condition of discrimination. 

As Isaac Pitblado, counsel for the Canadian Manufacturers’ 
Association, stated, early in the hearing, the new tariffs issued 
by the railways have resulted in overturning the rate structure 
of Canada. Business houses from the Atlantic to the Pacific are 
affected either favorably or otherwise. Those who have not 
received the benefits of the Crow’s Nest reductions find their 
major markets denied them because they cannot meet the 
prices of competitors who are able to ship at lower rates. This 
is particularly true of manufacturers in Ontario and Quebec. 
The manufacturers of the Maritime provinces and British Co- 
lumbia find their markets in the interior cut off because com- 
petitors in those districts, who receive the rate reduction, can 
cut prices below the normal level. 

Eugene Lafleur, senior counsel for the railways, speaking 
briefly before the opposing counsel began their arguments, said 
he intended to prove that the act that created the Commission 
endowed it with complete powers over all rates. He would 
argue, he said, that no agreement, not even the Crow’s Nest pass 
agreement, was outside its jurisdiction. Failing to establish 
these points, he would argue that the present rates in operation 
were fair and non-discriminatory. 

H. J. Symington, the representative of the three prairie 
provinces, led off and in delivering his argument took up all of 
Tuesday and most of Wednesday morning. 


He traced the history of the Crow’s Nest Pass agreement. 
In 1897 the Canadian Pacific railway desired to build a branch 
line from Lethbridge, Alta., through the Crow’s Nest Pass. 
The government aided the railway to the extent of more than 
$3,000,000 and, in return for this subsidy, the company signed an 
agreement known as the Crow’s Nest Pass agreement. In this 
agreement there were two rate fixing clauses, which provided 
that, on a stated number of commodities, rates should never 
exceed a stated maxima. The rates were to apply to goods 
shipped from eastern points to the west—and in the kinds of 
goods selected most of the chief essentials were named—and on 
grain shipped to the east. Immediately the agreement was signed, 
the rates went into force and from time to time, as the C. P. R. 
extended its lines, the rates were made to apply to the exten- 
sions. Other railways had to lower rates equally to meet com- 
petition. The agreement was embodied ‘in a bill and was put 
through Parliament in 1898. Subsequently, general rates fell 
to a level lower than that of the Crow agreement and for 
many years this agreement had no significance. Meantime, the 
government had created a Railway Commission and, in the act, 
according to Mr. Symington, had expressly provided that it must 
not breach the Crow’s Nest Pass agreement. It was not until 
the war years that the agreement became onerous for the rail- 
ways. When rising costs brought upward trends in rates, the 
railways finally reached the point in 1917 when the maxima rates 
in the Crow agreement denied them sufficient revenue to make 
ends meet. Consequently they came to the Railway Commission 
and requested a 15 per cent flat increase in all rates. After 
hearing the case the railway commission gave a judgment in 
which the need of the railways for more revenue was sus- 
tained. In addition, the board increased rates wherever ros- 
sible without interfering with the Crow maxima. The full 15 
per cent, however, could not be given because the board ruled 
that it had no power to set aside the Crow’s Nest Pass agree- 
ment. The railways, therefore, were advised to go to Parlia- 
ment and ask the two houses to suspend the Crow’s Nest Pass 
act. This was done and Parliament acquiesed. The Crow’s 
Nest Pass agreement was suspended, first under the war meas- 
ures act and, in 1919, when this expired, under an amendment 
to the railway act. In the latter case, the suspension was only 
for three years. This brought it to 1922 when Parliament 
permitted the eastern rates on grain to become effective but 
further suspended the westbound rates for an additional year 
and gave the government power to suspend for still another year 
if it was considered advisable. The government, in 1923, availed 
itself of the power to continue the suspension until 1924, but 
this year the suspension was removed and the Crow maxima 
rates became effective as of July 7. The C. P. R. put them into 
force on the line as it existed in 1897 and the other railways 
had met competition. Thus points on the C. P. R. line con- 
structed since 1897 received no reduction and a situation of 
discrimination resulted. 

From this point Mr. Symington’s argument was brief. He 
said that, under the railway act, discrimination was forbidden 
and the Railway Commission was charged with the duty of re- 
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moving it. The railway act excepted certain disparities ip 
rates from this general rule, however. Thus, a rate forced on 
the railway by water competition was not to be considered dis. 
criminatory. Mr. Symington said that, because the railways 
had entered into the Crow agreement voluntarily, the maxima 
rates fixed therein could not be classed as rates forced on the 
company. The water rate did not apply and, therefore, under 
the railway act it was the duty of the Commission to remove 
the disparities in rates existing. Furthermore, since the Com- 
mission was debarred from raising the rates fixed in the Crow 
agreement and had so ruled in 1917, the only possible way in 
which the discrimination could be removed was by 2a revision 
downward to the Crow level. 

He was followed by G. G. McGeer, representing British Co- 
lumbia. His argument indicated the attitude of the western 
and eastern extremities of Canada. 

He pointed out that the reduction in westbound rates under 
the Crow agreement had widened the market of eastern manu- 
facturers at the expense of their fellows in British Columbia— 
because the territory affected by the agreement stopped short 
near the western boundary of Alberta at Revelstoke, B. C. In 
fact, unless competition was placed on the same basis as before 
July 7, British Columbia industrially would be ruined. He de- 
clared that British Columbia was being discriminated against on 
a colossal scale and that it was the duty of the Commission to 
order a reduction in freight rates eastward from the Pacific 
coast to an extent equal to the reduction brought about in west: 
bound rates by the agreement. 


GOVERNMENT COAL SUBVENTION 


The Trafic World Ottawa Bureay 

After a delay of several months, in which there have been 
prolonged negotiations, the federal government has announced 
the manner in which it will apply the vote at the last session 
of Parliament to assist in bringing coal from Nova Scotia and 
Alberta to Central Canada. 

The central Canada market is now held by the United 
States producers, but the growing scarcity of anthracite and 
the ever increasing home demands on the United States pro- 
ducers have caused the Canadian authorities seriously to con- 
sider how Canada can be made self sustaining in this respect. 

For the present year Alberta ceases to become a factor. 
Prolonged labor disputes, which have greatly curtailed produc- 
tion, remove Alberta mines from among the possible sources of 
supply for Ontario and Quebec. The shortage at present pre- 
vailing in the prairie provinces will take all the Alberta coal 
that can be produced in the winter months. 

The government, therefore, has dealt only with the Nova 
Scotia end of the business. The big trouble is the high cost of 
rail transportation and it is to this particular feature of the 
problem that the government has addressed its scheme. 

Under an order-in-council just approved, the minister of in- 
terior, Charles Stewart, is empowered to pay a subvention of 
1/5 of a cent a mile to the railways on coal haulage, provided 
the railways make reductions in their freight tariffs on coal. 
The amount of the reduction sought from the railways is not 
stated. The order-in-council provides that the subvention is 
not to be paid in full unless the coal is shipped wholly by rail 
from eastern Canada to stations in Ontario and Quebec, 
although, where coal is shipped partly by water, a payment may 
be made for the balance of the haul by rail. An important re- 
striction in the order-in-council is that the government will not 
pay more than 50 cents a net ton on any single shipment, nor 
are payments to be made where Canadian coal is not in compe- 
tition with United States coal. No grant will be given on ship- 
ments for use on railway locomotives. 

The fuel board, which will administer the fund under the 
direction of the minister of the interior, announces that the 
railways have agreed to make rate reductions so that the 
scheme is certain to go into operation. 

The total amount of the vote is $200,000, but the govern- 
ment has decided that not more than $150,000 of this is to be 
available for aiding shipments from the east. 


McKEOWN HEADS COMMISSION 


The Trafic World Ottawa Bureau 

Chief Justice McKeown, of New Brunswick, has been ap- 
pointed chief commissioner of the Board of Railway Commis- 
sioners in succession to F. B. Carvell, who died last month. 
The new chief commissioner is a man of wide experience as 2 
jurist and comes to his new post with a splendid record as a 
judge. In addition to his work on the bench, he acted with 
notable success as the head of the commission appointed last 
winter to investigate the failure of the Home Bank of Canada. 
He has been chief justice of the Supreme Court of New 
Brunswick since 1916. Born in St. Stephen, N. B., Nov. 28, 1863, 
he was admitted to the New Brunswick bar in 1884 and became 
a judge of the Supreme Court of that province in 1909. He had 
previously been in politics. He was elected to the legislature 
of New Brunswick in 1890, representing the city of St. John. 
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President Grant—One of the five sister ships—showing cargo handling facilities 
especially designed for rapid handling from lighters on both sides of vessel. 


Seattle to the Orient 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


a... 8 2 . Sept. 29 
PRESIDENT MADISON ...............00e0e- Oct. 11 
PRESIDENT McKINLEY..................-- Oct. 23 
PRESIDENT JACKSON. .............20000- Nov. 4 


PRESIDENT JEFFERSON 
Direct Freighter Service 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 
WEST HIMROD ............. ee 
WHEATLAND MONTANA . ; 
SE, oc .olnccconcareeviewwcdasesisewisins Oct. 25 


Also Regular Sailings Direct to Foochow, Amoy, Swatow, Cebu, Iloilo 


R RATES, SPACE AND OTHER INFORMATION APPLY: 
Chieago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone 
Randelph 7739. 
New York—32 Broadway, Phone Broad 0580. 
Bosteon—177 State Street. 
Philadelphia—101 Bourse Building. 
Detroit—Dime Bank 


— Francisce—Robert rt Dellar Building. 
Les Angeles—429 Pacifi ectrie Building. 

Pertland—101 Third St., Cer. Stark. 

Seattleo—409 L. C. Smith Building. 















L. L. BATES, General Freight Agent, Seattle, Wash. 


MANAGING AGENTS 
U.S. SHIPPING BOARD 


TRANS - PACIFIC SERVICE 


DMIRALORENTAL NF 
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Joint Service With 
Hamburg-American Line 


NEW YORK TO HAMBURG 










TtSMOUNT CLAY .. - A. Oct. 11 
*RESOLUTE .......... Sept. 30 *RELIANCE ........... Oct. 14 
tTHURINGIA .......... Oct. 2 *DEUTSCHLAND ...... Oct. 18 
*ALBERT BALLIN ....Oct. 4 {CLEVELAND ......... Oct. 25 


§ Via Halifax 
¢Cabin and 3rd Class Passengers. *ist, 2nd and 8rd Class. 
Leading Pier 86, North River, Foot ef West 46th St. 










PHILADELPHIA TO BREMEN AND HAMBURG 
PLANET (via Baltimore and Hampton Roads) 
ANTIOCHIA (via Baltimore and Hampton Roads)......... 
BALTIMORE TO BREMEN AND HAMBURG 
ADALIA (via Hampton Roads)...........ccccccecsees eae 





Oct. 1 
PLANE. €eim TRRGOOM TROREE) qq. 00.0.5 ccccccccccvcncvoceces Oct. 22 
ANTIOCHIA (via Hampton Roads)................. sseeee Nov. 14 











NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 
ADALIA 


S005 06 0:00 SiesWe CSC's SNe NOOSE ESS NECOeu eRe Oesee Oct. 4 
PLANET 


SOOO EEE HEHEHE EEE EEE EEE HEHE EEE OEE EES 


eee eee eee eee eee eee eee ee eee ee ee 


NEW ORLEANS TO BREMEN AND HAMBURG 
WESTER WALD.. 2 ccccccccccccscces eaieeaiow .-Last half of October 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Perts. 


















Joint Service With 


Houlder, Weir & Boyd 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 

Baltimore New York Savannah 
ee ee Sept. 27 Oct. 1 
ee Oct. 7 Oct. 11 Oct. 15 
PE iiss 6i0:s:ei9 sibiere-oie-ereiens Oct. 21 Oct. 25 Oct. 29 
oe ee Nov. 4 Nov. 8 Nov. 12 
MOUNT CARROLL...... Nov. 18 Nov. 22 Nov. 26 
NUNS bases aiececemuens Dec. 2 Dec. 6 Dee. 10 


Pier No. 9, B. & O. R. R., Locust Point, Baltimere, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 
















Through bills of lading issued to Hawaiian one, 
at Los Angeles Harbor without transfer charge, te all perts 


of California, Oregon, Washington, British Columbia, Alaska and 
the Far East. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South La Salle Street.........Phone Wabash 4891 


BRANCH OFFICES: 
BALTIMORE. ......0-sccccccccccseccsccccccs sem 
PITTSBURGH.......-cceeccscccceccess Al 
SYRACUSE..... 


AGENTS: 
ATLANTA.......++. 


BOSTON........ eoee 
LOS ANGELES.. 





PHILADELPHIA......... Reese = — 
osccccecees Columbia 


eeeseses eeeeeseeseeseseereses 


LE.. ee 
Se SII. o06scccccscorcreevesteess 


SAVANNAGH.......%-ccccccccccccccccccsscce Me J. Hogan & Coa. 
ee 
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He entered the government in 1899, was the solicitor-general, 
1903-07, and attorney-general from 1907 to 1909, when he was 
elevated to the bench. 

He has plunged at once into his official duties. At the time 
of his appointment one of the most important railway rate cases 
in the history of Canada had just begun. He was sworn in 
Saturday, Sept. 20th, and appeared at the session of the com- 
mission Monday morning. 





CANADIAN CAR LOADING 


The movement of western grain had a marked effect on the 
car loading of revenue freight in Canada for the week ended 
Sept. 13. The total increase over the previous week, which con- 
tained a holiday, was 7,864 cars and over the week ended 
August 30 was 3,502 cars. Heavier grain loading accounted for 
2,331 cars and 2,513 cars, respectively, of these increases. There 
has also been a slight improvement in coal loading and in mis- 
cellaneous freight. Although, compared with the corresponding 
week of last year, the loadings were down 6,298 cars, the lead 
secured in the early months of the year has not been overcome 
and the cumulative total for 1924 is still greater than 1923 by 
90,871 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN RYS, 


TOTAL FOR CANADA 
For the Week Ended, 






































1924 
Aug. 30 Sept. 6 Sept. 13 
Commodity Cars Cars Cars 
Geain and Grain Products. ....ccccccccose 3,977 4,159 6,490 
NEI Sne'4-up eee Oca Aeceeuwenceusewcaves 2,722 2,149 2,589 
SP cos a axles owl ad icaets tn Gi Gera are Cale e mena 5,502 5,163 6,061 
ME, sok nda ps cmadnweceanmorecmnsion ws Sy aap 171 237 256 
NN S25 29 So a acaringunaineaie iw mee wees ae 3,528 3,185 3,649 
err nr ree 1,736 1.566 1,476 
SE OEE NIN, orc bha'hids wc wace cewek swennerueee 1,801 3.077 2,021 
Osher Forest Products.....icccccccvccvccesic 2,232 1,950 1,975 
Na hate saa ko pane Cones Mere nase ce eeee tee 1,408 1,424 1,547 
PE Ba ©. Bic oiicccnsicssusinsnens 15,584 14,106 15,623 
DEINE Sicvincs-ce-veemdciwnedeouaweqaes 13,294 11,868 13,770 
6 Be ree 51,955 47,593 55,457 
Total Cars Received from Connections 28,809 25,341 27,483 
Total Cars Loaded for Corresponding 
WOO, ROEW iis ceed Kasai bucscoucoes 57,056 51,550 61,755 
Cumulative Loading to Date, 1924........ oe 
Cumulative Loading toDate, 1923........ 1,865,132 
SASTERN CANADA 
Grain and Grain Products... ....ccccccsse 2,300 2,304 3,214 
PP TONNEL, calcievcgune 16+ dlscencemiwande tear 1,195 1,169 1,375 
MEE 6.6.6 comudueduaccsaedewens sticltawsene’ 4,149 4,138 4,278 
ONE cine wee Va ruee-o. fb Ae a Si Wasiecleinececiewew’ 170 236 253 
NINES cris. cran ac revel oreo ale diare Orava dear dla iacala eRe 2,588 2,247 2,599 
PUNO: aicsd-waincare cia bieine a6 ala eeivle selaig tedorans 1,585 1,456 1,383 
PU TINIE OUT ods ys de ca anciailaw davai Aodiase 1,688 1,644 1,829 
Gener Porest Pre@ucts......isccccccsesevecce 1,041 834 939 
Sa ORS ee mee eee ee eee 815 761 799 
a OR ere 11,666 10,002 11,414 
EE reer errr Cer ree 10,128 8,579 10,221 
EE COPS TORO. ino iciccicccceciccasewe 37,295 33,370 38,304 
Total Cars Received from Connections 26,292 22,848 24,899 
Total Cars Loaded for Corresponding 
WOOUE,. SOME cect ccKiwiendespeemnenes 40,856 36,051 39,556 
WESTERN CANADA 
Grain ane Grain Products... occ. csccsvess 1,677 1,855 3,276 
ME SNE aiaiaro sd eb es darn nlaeisie tine cnwieme haat 1,527 980 1,214 
RE eBid: ol 5G Gls ake: erat eras barelalse na alelessern cule wcbare 1,353 1,025 1,783 
NE Siig beak ac nnegedhwewowkn-aunnecadae sat 1 1 3 
I eis AS ene hai alsa naw cecem Here Weooheretee 940 9938 1,050 
Ce ear rere 151 110 93 
Pulp and Paper 113 142 192 
Peer POrest PrOGucts...cicccccevecscssnvce 1,221 1,116 1,036 
ME Seset uot tu wantoeenareedeneneuaseves 593 3 748 
ee, aE, Benes ce veces ceeencanns 3,918 4,104 4,209 
Miscellaneous ........ BerctecVorwnt wed pce Gyaee 3,289 3,549 
Ree ee err 14,660 14,223 17,153 
Total Cars Received from Connections 26,292 22,848 24,899 
Total Cars Loaded for Corresponding 
PO SEED cideecsceceucewechoes wes 16,200 15,499 22,199 


PACKING FOR COSTA RICA MARKETS 


Consul J. J. Meily, Port Limin, Costa Rica, in a report to 
the Department of Commerce, says: 


A Costa Rican importer of drugs and pharmaceutical prepara- 
tions ordered a bill of goods from an old, well-established house 
in the United States and requested that one item, 10 kilos of 
ointment, be shipped in a wooden keg. Instead, the firm shipped 
in an earthenware container weighing 19 kilos, whereas the keg 
would have weighed but 1 kilo. Since Costa Rican custom duties 
are based on gross weight, the importer paid $40.87 duty on $12 
worth of ointment, as against the $13 required with the pack- 
ing ordered. In another instance an American manufacturer re- 
fused to furnish a certain soap unwrapped, and the customs 
tariff on the wrapped soap increased the cost over 50 cents a kilo. 
After numerous such experiences the importer has decided that, 
with prices approximately equal, he prefers to buy even an in- 
ferior European article, where his instructions are carried out 
exactly.and where he is saved the making of claims for losses. 
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MALLORY PROTESTS ACTION 


The Traffic World New York Burcay 


C. D. Mallory, president of the Mallory Transport Lines, 
which the Shipping Board eliminated as operator of its Mediter- 
ranean and South African services last week, issued a state- 
ment saying that the board had acted hastily, with only four 
members present, and that the promise to present the minutes 
to other commissioners had not been carried out. On this sub- 
ject the company gave out the following statement at its New 
York offices: 

C. D. Mallory of the Mallory Transport Lines states that he has 
received word from Chairman O’Connor of the Shipping Board that 
on Sept. 16 the board met and passed a resolution putting into effect 
the board’s original resolution, adopted at a meeting where it is 
understood there were only four commissioners present, withdrawing 
the West Mediterranean and South African services from his com- 
pany. Mr. Mallory stated that he was greatly surprised at this action 
because at a hearing on Sept. 15, at which for the first time he 
appeared before the board, he was informed that the minutes of the 
meeting, including statistical data and other documents which he had 
presented, would be written up and distributed among the board 
members for their consideration. It is Mr. Mallory’s opinion that 
the typewriting of these minutes could not possibly have been ac- 
complished and the copies distributed among the members in time 
for examination by the members before the meeting of the 16th, at 
which the action was taken. He is therefore of the opinion that the 
board has not given to his statements the careful consideration which 
they should have received, and expresses regret that a board repre- 


senting the United States government should treat an important 
matter so lightly. 

When asked what further action he would take, Mr. Mallory stated 
that he felt it was most unfortunate that the government should 
force an issue in a manner which did not allow of sufficient time 
for careful deliberation, and that his company would continue in the 
shipping business and employ tonnage as circumstances required. 
He said that he had the assurance of practically all of the principal 
shippers in the trades and of his foreign connections, which are 
the best and most influential in the service, that they would support 
him in such plans as he might make to carry on the business with 
private tonnage. He said that the shippers were in accord witr 
him in believing that American commerce cannot be developed by 
the Shipping Board treating those who have struggled to unbuild it 
like political footballs. So far as contesting the matter further with 
the Shipping Board, Mr. Mallory was not prepared to announce his 
future course, but in view of the recent announcement of the deci- 
sion in the Cosmopolitan and Black Diamond cases, as well as Mal- 
lory Transport decision, it is his opinion that the situation is of 


such national importance that the Administration cannot overlook 
the matter. 


Washington, D. C.—Officials of the Shipping Board were not 
inclined to discuss the statement issued in New York by C. D. 
Mallory with respect to elimination of the Mallory Transport 
Lines, Inc., as a Shipping Board operator. They indicated that 
the matter was a closed incident and that no further action 
would be taken. 

The Shipping Board was confronted this week with one 
formal protest and the expectation of another because of action 
taken by it in consolidating freight services to European ports. 
The Cosmopolitan Steamship Company, which originally was 
given the managing agency for the consolidated services be- 
tween north Atlantic ports and ports north of Bordeaux on the 
Continent, filed a protest against the board’s decision giving the 
Black Diamond exclusive berths at Antwerp and Rotterdam. 


The Cosmopolitan has asked the board for the reason for the 
change in decision. 


OCEAN CHARTERS AT HIGH LEVEL 


The Trafic World New York Burcau 


Despite the unprecedented volume of business in grain char- 
ters and comparatively high freight rates, the ship charter mar- 
ket maintains its strength and there are yet no signs of a reac- 
tion. All previous records in the tramp ship market have been 
broken within the last few days. Eighty to 85 vessels were 
fixed last week, against 60 in the preceding week and 24 for 
the first week in May, the previous high record for the year. 
The total number of vessels placed for the grain movement 
since the upturn started a month is now near the 200 mark, 
with no material abatement in the demand. 


The present situation is in sharp contrast with conditions 
in early August, when there were three ships for every cargo 
and rates were near the lowest figures in ten years. 


Whether the peak of the advance has been reached for the 
moment cannot be said definitely. A week ago brokers were 
beginning to show caution, but the sweeping increase immedi- 
ately afterwards showed this to be unjustified. More conserv- 
ative brokers at present, however, are refusing to follow up the 
market on bulges. 

The high point of the last week was reached in the ‘charter 
of a British ship by Funch, Edye & Co. from the Gulf to the 
Havre-Antwerp range at 21 cents a 100 pounds and to the 
United Kingdom at 22 cents. Other high rates were 17 cents 
from Montreal to Antwerp or Rotterdam, 181% cents from Mon- 
treal to German ports, and 16% cents from Atlandtic ports to the 
Continent. The Mediterranean rate was about 20 cents, which 
was considered low in view of the strength elsewhere. 

The coal trade was lifeless, although rates were firmer as 
a result of the vigorous grain market. No orders were in evi- 
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MANUFACTURERS WAREHOUSE CO. 


1716 West Lafayette Boulevard 


Commercial and Bonded Warehouse 


ay 2 


et Us Solve Your Distribution Problem’’ 


Centrally Located to All Railroads and Boat Lines 


SYRACUSE, N. Y. 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 
Storage of General Merchandise and Household Goods 


EXPERT WAREHOUSE SERVICE 


Centrally located to all jobbers and freight houses. Private siding 


Correspondence Solicited. 


100 Townsend St., SYRACUSE, N. Y. 





AMARILLO, TEXAS 


Merchants Produce Company 
Bonded Fireproof Warehouse 


MERCHANDISE 


STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 


ALBANY, N. Y. 


(Lowest Insurance Rates in Southwest) 


Natural distributing point for New York and 
New England. Warehouses for every need 


with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


JACKSONVILLE, FLA. 


James G. Perkins, Custom Broker, Mgr. 


WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 


Prompt and intelligent service. 


References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


Petry Express & Storage Co. lnc. 





TRENTON, N. J. 


MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 


Member American Warehousemen’s Association 










Serving 





Served by § 






JOS. STOCKTON TRANSFER CO. 


1020 South Canal St 


and Pennsylvania 
Elmira is the natural distributing center for these two densely 
populated States which have correspondingly great buying-power 


A. C. Rice Storage Corp’ n, ELMIRA, N. Y. 





New York 


From the Hub 


aa Penge ae oe Asn vania—Lehigh Valley 
Pool-car distribution, and merchandise for storage. 


[OF LL Or -NETe 


-, near Taylor St. 


Teaming of Every Description—City Delivery Service 





and Carload Distributors 
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—E 
Kedney Warehouse Co. 


Minneapolis—St. Paul Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 


Merchandise Storage and Pool Car 
cing mtton cys Distribution — »,carros 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


SOUTH BEND, IND. 
WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 
New York Central Siding — Free Switching — Pool Car 
Distribution — Negotiable Warehouse Receipts Issued. 


Amer:can Warehousemen’s Ass’n 
Members: < Central Warehousemen’s Club 
American Chain of Warehouses 


FOR CE STATES 
DISTRIBUTI JERCHANDISE 


MERCHANDISE WAREHOUSES 
Lecated best te serve as your warehouse. Pool car deer delivery. 


he i2Le COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
MANSFIELD, OHIO 


COLUMBUS 































TOLEDO 
GRAND RAPIDS, MICH. 


Most Up-to-Date Warehouse 
in Michigan 


Concrete Construction. 
Absolutely Fireproof. Sprinkler Risk. 
Lowest Warehouse Insurance Rate in State. 
Track Capacity, 25 Cars. 

Latest and ‘Best Equipment for Handling. 


General Merchandise Storage 


Cartage Facilities. 
be a Grade Service Guaranteed. 
Negot: ~_ Bey nay od Receipts Issued. 
I Car Distribution. 


MANSFIELD 


Furniture Manufacturers Warehouse Co. 
505-511 Fulton Street, West Grand Rapids, Mich. 





AGN 


WAREHOUSES 












Goods Consigned to Los Angeles 


Should be Marked 


Los Angeles Warehouse Company 
316 Commercial St. Phone TR 9431 
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dence for trans-Atlantic business except offers of $3 to $3.25 a 
ton to West Italy. The sugar and lumber trades were quiet. 
Lunham & Moore, in their review of the market, said: 


Our optimism as to prospects for the continued good move- 
ment throughout the winter would argue for a firm and advancing 
freight market, but we cannot crowd from our mind the plentiful 
amount of tonnage in sight, which, at least, should act as a check 
against things going too high. Summed up, it seems that, if buying 
eases off, shorts will be given an opportunity to cover without 
conflicting with new business, This means that the market should 
remain at about present rates. Any tonnage that offers for future 
positions at lower than present rates should be taken. 


Funch, Edye & Co. said that the last week “was unques- 
tionably the largest week’s business for this year, and, for that 
matter, probably bigger than anything done in a similar period 
in many years, as far as the New York market is concerned. 
Freight rates in every department appear to be firmer than 
ever, and the general tone of the market continues strong, as 
far as the immediate future can be gauged. The conservative 
element, however, is beginning to view the market as becoming 
toppy, but the same apprehensions expressed last week failed 
to materialize in any of the recent developments, and they do 
not appear justified by the present state of affairs in the mar- 
ket, which does not appear likely to recede materially unless 
there should be a drastic slump suddenly in the grain demand.” 

The Atlantic steamship lines from Montreal will not in the 
future request New York members of the North Atlantic Freight 
Conference to quote Montreal freight rates on Canadian flour 
shipped through United States ports, according to a report from 
the British Imperial Shipping Committee. This promise, made 
by the Canadian lines and accepted as satisfactory by Canadian 
millers, is the result of hearings held in Canada last April by a 
sub-committee of the British committee. The British steamship 
lines in the North Atlantic trade, in view of the action by the 
Montreal lines, have assured the committee that they will “in 
future quote the same rates from United States ports on Cana- 
dian flour as on American flour.” 

The Munson Steamship Line, general eastern agents for the 
Munson-McCormick Intercoastal Line, announce that their new 
facilities at Los Angeles enable them to eliminate the trucking 
charges of certain classes of iron and steel articles, ranging 
from 46 cents to 92 cents per net ton. Los Angeles shippers 
have filed protests recently against trucking charges at that 
port. 

More than twenty steamers, mostly Japanese, have been 
chartered for grain from the Pacific Coast to Europe in the last 
two weeks and there is still good inquiry. Rates range from 
33 to 36 shillings a ton. 


Concessions have been obtained from eastern railroads 
whereby the port of Portland, Me., has been put on a parity 
with Boston as to export trade. Previously Boston enjoyed an 
export rate on overseas shipments, while freight sent through 
Portland took the higher domestic rates. 

Announcement is made by the Nippon Yusen Kaisha that 
On and after October 1 their steamers to Far Eastern ports, 
which in the past have been handled by Houlder, Weir & Boyd, 
Inc., as loading agents, will be handled by the line direct. Ac- 
companying the notice is a statement from Houlder, Weir & 


Boyd asking the support and co-operation of shippers for the 
Japanese Line. 


The Sinking Fund Commission of New York, at the request 
of Dock Commissioner Cosgrove, has unanimously authorized 
doubling of the present wharfage rates at city piers, with the 
exception of the rate for lighters and barges, which is to be one 
cent per linear foot with a minimum charge of $1 per day. The 
new rates will go into effect on October 20 and will increase 
the city’s revenue from $212,000 to $441,000 a year. Shipping 
interests raised no objections to the advance, as the rates have 
been unchanged since 1870 and at present do not cover the 
fixed charges on the cost of the piers. 


Officials of the intercoastal ship lines, following protests 
from San Francisco against delay in naming the eastbound rate 
advisory committee, say that they cannot understand the source 
of the complaints. The conference in New York passed a reso- 
lution authorizing appointment of this committee to act in San 
Francisco and left further action to the discretion of the lines 
in that city. 

The White Star and Cunard Lines, which last winter oper- 
ated their vessels on alternate dates in order to maintain reg- 
ular services and allow their vessels to be taken off for winter 
overhauls, will renew the practice this winter. 

Commerce with the Levant and Near East has improved 
considerably in the last few weeks and further gains are ex- 
pected, according to officials of the Shipping Board services. 


Shipments of agricultural implements, flour and sugar have 
increased. 


Black Sea trade in American vessels is practically at a 
standstill because of Russian discriminations against U. S. 
ships in retaliation for the refusal of this country to recognize 
the Soviet government, it was said. Tonnage dues on Ameri- 
can steamers at Black Sea ports are in the ratio of five to one 
in comparison with Italian, French and other vessels, .whose 
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countries have either recognized or are considered friendly to 
the Soviet. The dues on a medium sized American freighter 
amount approximately to $3,000 a trip, which is prohibitive 
except on ships with full cargoes. 

The Soviet has recently imposed a “poodage” charge, vary- 
ing with the volume of merchandise, on ships calling at Batum. 

Because of the uncertainty concerning the charges which 
the Soviet may decide to make at any time, American lines 
are adopting the policy of accepting exports from Russian ports 
only on condition that the shipper assume the risk of new 
assessments. 


FAR EAST RATES REVISED 


The Trafic World New York Bureau 


At a meeting of the Atlantic and Gulf-Far East Conference 
in New York Wednesday adjustments in the freight tariffs for 
the last half of 1924 and the first half of 1925 were adopted. 
While, generally, the same rates will prevail for the first six 
months of next year, a number of individual changes were made. 

The Tampa Inter Ocean S. S. Company, whose Far East 
service has been merged by the Shipping Board with that of 
the Barber Line to form the Atlantic, Gulf & Oriental S. S. 
Company, operating the American Pioneer Line, resigned from 
the conference and the latter organization was admitted. 

New rates, effective at once, are as follows: Paper boxes, 
$12 a ton, weight or measurement; linoleum cement, $18, w/m, 
and rice, $12, w/m. 

Effective November 1, a new scale for heavy shipments was 
adopted. In addition to regular tariff rates, the following extra 
charges will be imposed: 4,001 to 5,000 pounds, $2; 5,001 to 
6,000, $3; 6,001 to 20 tons, $1 for each additional ton; 20 to 
30 tons, 50 cents for each additional ton; over 30 tons, 25 cents 
for each additional ton. Two thousand pounds constitute a ton. 
The following rate changes become effective January 1, 
1925: Anhydrous ammonia, reduced from $30 to $25, w/m; beds, 
reduced from $14 to $13, w/m; calcium carbide, $30 to $25, w/m; 
lead and tin foil, $18 to $16, w/m; sole leather, $16 to $10, w/m; 
malt, $15 to $20, w/m; roofing, asbestos-metal, $12 to $9, 
w/m; refined sugar, $16 to $12, weight; tallow, $20 to $14, w/m; 
cotton yarn, $15 to $16, w/m. A new rate of $14, weight, was 
established on paper bags. 

Important changes in the overland and ocean rates, as made 
by the Pacific Westbound Conference, following meetings witi 
the transcontinental railroads in Chicago and the Atlantic-Far 
East Conference in Montreal, are as follows: Agricultural im- 
plements, $10 to $11; calcium carbide, $20 to $15; cotton piece 
goods, $9 to $12; lead and tin foil, $11 to $9; leather hose, $8 
to $12; machinery, $10 to $10.50; condensed and evaporated milk, 
$8 to $9; printing paper, $12 to $10; photographic material, $12 
to $10; and unmanufactured tobacco, $14 to $12. 

On commodities locally from Pacific coast ports, the most 
important changes were agricultural implements, $10 to $11; 
tanning bark, $12 to $15; and machinery, $10 to $10.50. 


VESSEL SERVICE EXTENSION 


The Traffic World Washington Bureau 


Application has been made by the Southern Pacific and the 
Albion Lumber Company under section 5 of the interstate com- 
merce act, as amended by section 11 of the Panama Canal act, 
for authority for the operation of lumber steamers by the Albion 
Lumber Company between Albion, Calif., and Pacific coast ports 
south of San Francisco in connection with the business of the 
lumber company. 

They ask for an order from the Commission determining 
that there may be no competition between the Southern Pa- 
cific railroad lines and vessels operating as proposed; that such 
proposed new service or operation will not be in violation of 
section 5 of the act to regulate commerce as amended by the 
Panama Canal act and authorizing the installation of such oper- 
ation or new service; or, should the Commission decide ad- 
versely to the position of applicants that there may be competi- 
tion within the meaning of the act as construed in the Commis- 
sion’s previous decisions, in the operation proposed, between 
Southern Pacific lines and such vessels, then that the Commis- 
siion find that such proposed new service is and will be in the 
interest of the public and of advantage to the convenience and 
commerce of the people and will neither exclude, prevent nor 
reduce competition on the routes by water under consideration, 
and that an order be entered authorizing such service. 

The reasons for the application by the railroad company are 
to be found in the joint declaration that the Southern Pacific 
is the owner of nearly all the capital stock of the lumber com- 
pany; that the Southern Pacific lines extend (among other 
places) from San Francisco to the other Pacific coast ports in the 
United States south of San Francisco named in the application, 
except to San Diego. The last mentioned place is a station on the 
Santa Fe, says the application. It is declared there is no rail- 
road connection between Albion, the place where the lumber 
company operates either directly or indirectly, and the railroad 
lines of. the Southern Pacific or those of any other main or trunk 
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line railroad; that the products of the lumber company are trans- 
ported to markets by vessel from the port of Albion; that the 
lumber company is the owner of the lumber schooner or steam- 
er Pasadena which is now being operated between Albion and 
San Francisco in accordance with the order of the Commission 
in 33 I. C. C. 476. 

The railroad company and its lumber subsidiary allege there 
are large and important markets for the products of the lumber 
company at the ports of Santa Cruz, Santa Barbara, Port San 
Luis, Ventura, San Pedro, San Diego, and also at ports on the 
west coast of Mexico. It is further averred that the lumber 
products can be transported to such markets by vessel from 
Albion, or could be transported if the cost of transportation 
were not prohibitive, by a combined rail and water movement by 
vessel from Albion to San Francisco and by rail south from that 
last mentioned point. The rail rate between San Francisco and 
Port San Luis, the application says, is 211%, cents equivalent to 
approximately $7.875 per 1,000 board feet of green lumber and 
$5.25 per 1,000 feet of dry lumber. The prevailing steam schooner 
rate, the applicant says, from Albion to San Francisco is $5.50 
per 1,000 feet. In addition to the rail and water factors, the 
applicant says, there is an additional cost of $1 per 1,000 feet 
for loading on cars at San Francisco, making a combination of 
$14.37% per 1,000 feet for green lumber and $11.75 for dry lumber. 

In comparison with that combination rail and water rate 
the applicants point out that the steam schooner rate from 
Albion to Port San Luis is only $7 per $1,000 feet. By reason 
of that greater cost of rail and water the applicants assert there 
is no movement by rail and water between Albion and Port San 
Luis. 

By operating its own schooners between Albion and Port 
San Luis the applicant lumber company estimates it can save 
$2 per 1,000 feet, in comparison with the prevailing water rate. 

Similar rate comparisons were submitted for Santa Barbara, 
Ventura, San Pedro and San Diego, to show the economies that 
would result from the extension by the lumber company of 
service by its own steamers. The lumber company said that it 
was the practice of its competitors in many cases to own and 
operate their own steamers or steam schooners and that un- 
less it was permitted to operate similarly it would be unable 
to compete on a parity with other lumber companies. It said, 
in addition to lower freights the service by vessel was more 
dependable, delivery was made in a shorter time, and the prod- 
ucts could be carried in a larger volume than in any other way. 
The lumber company said it proposed, for the reasons herein- 
before mentioned, to operate owned or chartered steamers for 
the carriage of lumber to the ports mentioned. It averred that 
such operation of new service would not be in conflict with the 
provisions of the statutes mentioned. 


SHIP LINE PROTESTS RAIL RATE 


: The Trafic World Washington Bureau 

Invoking the protection of section 500, of the transportation 
act, the Luckenbach Steamship Company has asked for the 
Suspension of Supplement No. 9 to Countiss’ Eastbound Tarifi 
I, C. C. 1135, which proposes to establish a rate of 80 cents on 
canned fish from Pacific coast ports, particularly Seattle, to 
Chicago, 83 cents to Cleveland and 85 cents to Pittsburgh. 
Such a proceeding on the part of a steamship company is not 
common and invocation of section 500 as a reason for suspen- 
sion is believed to be novel. That is the section declaring it 
the purpose of Congress to foster both rail and water trans- 
portation. . 

Countiss has advised the Commission that the rates are 
proposed to meet water competition. Frank Lyon, who has filed 
the protest on behalf of the steamship company, admitted that 
canned fish, particularly salmon, might be coming through the 
Atlantic ports for distribution as far west as Pittsburgh but 
suggests that that is no reason for cutting a rate of 95 cents, 
from the Pacific ports, to Chicago, to 80 cents as proposed. 

The steamship line says it is engaged in interstate trans- 
portation between Seattle, via the canal, to New Orleans, Mo- 
bile and other Gulf and Atlantic ports. 

Protests have also been made by C. L. Jones & Co. of Chi- 
cago, New Orleans Joint Traffic Bureau, Mobile Chamber of 
Commerce, H. J. Heinz Company and Galveston Chamber of 
Commerce, Petitions in favor of the reduced rates have been 
filed by the Seattle Chamber of Commerce and a fish broker’s 
association at Seattle. The rates for which they ask suspen- 
sion are filed to become effective September 29. The supple- 
ment mentioned is the leading one but there are others cover- 
ing other canned goods. 

This reduction, Mr. Lyon asserted, would bring about either 
the entire loss of canned salmon movement by the Luckenbach 
line, via the canal, New Orleans or Mobile, to Chicago to meet 
the rail competition or a reduction of 15 cents by the Lucken- 
bach line, which he said, had a 40 cent rate yielding 1.3 mills 
per ton per mile on a 6,000 mile haul to the gulf ports. 

He asserted that the steamship line could not reduce the 
rate without subjecting itself to a loss in the transportation of 
salmon. He said that if the railroads could transport salmon 
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at just and reasonable rates for less than the Luckenbach line, 
then the latter would have no just ground of complaint. Hovw- 
ever, he submitted, it had a just ground under section 500 when 
the railroads charged less than just and reasonable rates for 
the purpose of defeating, discouraging and hindering water 
transportation. He said that if the 80 cent rate were found to 
be less than reasonable, as measured by the customary standard 
railroad rates, it was submitted, such a rate would be unlawful 
and should not be permitted to become operative because it 
would have the effect of defeating, discouraging and hindering 
water transportation instead of promoting, encouraging and 
developing it in accordance with the policy of Congress. 
Relying on the Commission’s decision in the Wool Rate 
Case, 91 I. C. C. 235 and the Pattison report on the fourth sec- 
tion application of the transcontinentai carriers, in their west- 


bound commodity case to support his proposition, Mr. Lyon 
says: 


As usual, the carriers have misconstrued the decision of the 
Commission in the wool case. By the publication of these low 
rates on salmon, not involving an exception to the fourth section, 
the railroads are construing the Wool Decision to mean that 
they, the railroads, may publish any rate they see fit, no matter 
how low, in order to divert business from the water lines to the 
railroads, so long as they do not charge a higher rate to the 
intermediate points than to the more distant points. They thus 
wipe out Section 500 of the Transportation Act and Section 8 of 
the Shipping Act, losing sight of the decision of the Commission 
in the Wool Case that Congress has declared its policy to be 
“to promote, encourage and develop water transportation” and 
that the Commission intended that no action should be taken by 
the railroads to make this policy non-effective. So long as the 
Commission is endowed with authority to grant exceptions to the 
Fourth Section, if it reaches the conclusion that the railroads 
should be allowed to make less than reasonable rates for the 
purpose of diverting business from the water lines, and thereby 
defeating the declared policy of Congress, in all fairness to the 
railroads, the Commission should allow that the competition to 
be met at the place where it exists. If the business of the water 
lines is to be hampered or destroyed, the simple method to ac-: 
complish that end is the one applied for by the railroads in the 
Wool Case—allow lower rates at the ports and points contiguous 
thereto than is charged to the interior. No better method has 
ever been devised for hampering and destroying water trans- 
portation than by exceptions to the Fourth Section. If the 
hampering and destroying of water transportation is the desired 
end, Congress under the proviso of the Fourth Section, has given 
the Commission ample power to accomplish that end. 


However, in the Wool Case, supra, followed by the report of 
Examiner Pattison in the Westbound Commodity Case, supra, the 
Commission has definitely and in direct language set forth the 
policy of Congress and has declared in those decisions that that 
policy shall be given effect. The railroads are now claiming 
that the Commission meant no such thing, but that it intended 
the railroads may hamper and destroy water competition pro- 
vided, in accomplishing that end, they do not charge a higher 
rate to intermediate points. To so construe the Wool Decision is 
to hold that the Commission is deliberately attempting to hamper 
and destroy the water lines, and also to weaken the rail lines, 
because it would force them to accept less than reasonable rates 
at intermediate points where there is no competition. Unless 
the Commission is to reverse itself in the Wool Case, it must 
permanently suspend this 80c rate to Chicago and the 838c and 85c 
rate to destinations east thereof because allowing them to become 
effective will have the effect of discouraging, retarding and pre- 
venting water transportation. 


PORT DIFFERENTIAL INQUIRY 


The Trafic World Washington Bureau 


The Port of New York Authority has filed with the Com- 
mission and the Shipping Board a petition requesting permis- 
sion for its counsel to appear before the liaison committee of 
the Commission and Shipping Board for a joint consideration 
of the port differential cases pending before the two regulatory 
bodies. In a statement issued on behalf of the port of New 


York Authority, the following explanation of the petition was 
made: 


The petition asks equalization of rates by the Shipping Board 
and the Interstate Commerce Commission, acting jointly, because, 
as it alleges, the federal government now has through these 
bodies, clothed with complementary powers, complete control 
of the rail and ocean rates, and “may not discriminate against 
any port or give any port unfair advantage.” 

The principal object of this petition is to bring’ about co- 
operation between the Interstate Commerce Commission and the 
United States Shipping Board in the hope that all ports may be 
placed upon an equal competitive basis. 

The Port of New York Authority has already intervened in 
United States Shipping Board Docket No. 23, in which the Port 
Utilities Commission of Charleston, S. C. and the Municipal Docks 
and Terminals of the Port of Jacksonville, Fla. jointly complain 
of the ocean rates charged by certain steamship lines serving 
these ports, which are in competition with New York and other 
North Atlantic ports in the handling by water of export freight 
traffic. Further, the Norfolk Port Commission have complained 
in Docket No. 25 before the Shipping Board of the existing parity 
in ocean rates with respect to certain commodities and asks for 
an ocean differential under the South Atlantic and Gulf ports on 
these commodities. In this proceding also the Port of New York 
Authority has intervened, as likewise in Docket No. 26. which is 
a formal a into the rates and charges applicable on 
freight traffic from North Atlantic, South Atlantic and Gulf 
ports, to points in various foreign countries and into the dif- 
ferentials relating thereto. A hearing on these _ cases, consoli- 
dated in Docket No. 23, is set by the United States Shipping 
Board for October 7. ‘ 

Representatives of the New England ports and the South 
Atlantic and Gulf ports have brought these and other cases before 
the Shipping Board and the Interstate Commerce Commission, in- 
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volving the relationship of export and import rates to the South 
Atlantic ports as compared with the North Atlantic ports. 

In Docket No. 23, the South Atlantic ports complained that 
the ocean differential of 74% cents per hundred pounds against 
the South Atlantic in favor of the North Atlantic ports is unduly 
prejudicial and discriminatory, and the North Atlantic and Gulf 
ports have intervened in that proceeding. 

Under Docket 15291, before the Interstate Commerce Com- 
mission, the Traffic Association of the South Atlantic ports, 
alleges that the rail carriers exact import freight rates from 
the ports it represents to the territory west of Buffalo and Pitts- 
burgh which are unfair to the extent that they exceed the corre- 
sponding import rates from Baltimore, Md. : 

In the complaint filed with the Interstate Commerce Commis- 
sion on behalf of the New England ports, it is alleged that ex- 
port and import rates on classes and commodities are prejudicial 
to the New England ports and unduly preferential of the Canadian 
ports, Philadelphia, Baltimore, Norfolk and the South Atlantic 
and Gulf ports. The latter ports have intervened in these cases, 
calling the Commission’s attention to their disadvantage in 
through rates due to differentials in ocean rates amounting to 7% 
cents per hundred pounds against the South Atlantic ports and 
15 cents per hundred pounds against the Gulf ports. 

The petition of the Port of New York Authority asks that 
all these cases be now considered on the basis of equalization; 
calling attention to the fact that the export rates generally are 
“already equalized, or substantially equalized” to Halifax, Port- 
land, Me., Boston, Fall River, Providence, New Bedford, New Lon- 
don, New Haven, New York, Wilmington, Charleston, Savannah, 
Jacksonville, Pensacola, Mobile, and New Orleans, so that an 
“equalization of the ocean rates, as now contemplated, would 
place all these ports on a substantial rate parity and quiet for all 
time, as to these ports, the differential controversies.” - 


N. Y. PORT AUTHORITY OFFER 
The Trafic World New York Bureau 


DeWitt Van Buskirk, chairman of the Port Authority of New 
York, has sent a letter to Secretary of War Weeks offering to 
buy the Hoboken Shore Line Railroad and its waterfront prop- 
erty at a valuation based on its earning capacity, or to lease 
the property from the War Department on terms similar to 
those accorded the Port Utilities Commission of Charleston, 
S. C., in its five-year lease of the army base there recently con- 
cluded by the Shipping Board. 

Mr. Van Buskirk asserted the principle that “no locality may 
put its selfish interest in the way of the national service,’ and 
added that “the Port of New York asks for nothing except the 
application of this principle, which is equally applicable to San 
Francisco, New Orleans and all other great ports.” 

The letter expressed gratification that the Secretary of War 
had rejected the bids recently made for the property until Con- 
gress has had an opportunity to pass on a bill permitting its 
acquisition by the Port Authority. Mr. Van Buskirk expressed 
the belief that the offer of 600,000, made by private interests, 
would, if accepted, have cost the pople of the United States mil- 
lions of dollars in the future in extra freight charges. 

Saying that this property should not be allowed to get into 
the hands of the Lackawanna Railroad or any other private in- 
terest, the letter continued: 


In the first place the bid which we made for the property 
was for all the assets of the company, except the back lands, and 
it was because the waterfront property was susceptible of develop- 
ment in connection with the railroad property that we felt that 
the bid of $1,000,000 could not be justified. 

In the next place, the rails of the railroad are actually laid 
down and operated upon this particular parcel of property, spurs 
running the length of the pier on this property and serving the 
adjoining pier, and rails crossing the upper end of the property 
and connecting with the warehouses constructed by the Government 
and with the main line beyond these warehouses. This loop permits 
of service and switching operations from a highly congested part 
of the main line in a much more convenient and economical manner 
than would be possible without this facility. 

Alternative construction could only be made across this parcel 
of property if it should ever be desired to remove the main line 
rails from the street bed where they now lie, and the loop is 
susceptible of such operation. The railroad operation across the 
trackage has been continuous and is a material factor in operation. 
On the railroad company books this waterfront property is carried 
as “Land used for transportation purposes, in contrast with other 
real property owned by the railroad, which is classed under ‘mis- 
cellaneous property.’ ” 

We cannot overlook the fact that this piece of property is 
readily susceptible, in conjunction with the adjoining property, of 
use for an independent terminal property—something we must pre- 
vent if we possibly can. 

In short, there are two conclusions: First, the danger of the 
property getting into private hands, a danger which we believe is a 
national danger, not a local danger. Second, the value of its getting 
into public hands as part and parcel of the effort to reduce the cost 
of transportation service in this country. If your department will 
continue to hold the property, as is being done at Charleston, there 
is no necessity of its sale to us. It is only because we felt that 
your policy of disposing of the property might result in the danger 
of its falling into private hands, that we felt it was our duty to 


=m the best offer possible, based on its earning capacity, to take 
over. 


MIXED CLAIMS COMMISSION AWARDS 


The Mixed Claims Commission, United States and German, 
has handed down decisions on the claims of insurance com- 
panies based on payments made by them to their assureds on 
policies of marine war risk insurance covering hulls and car- 
goes damaged or destroyed as a result of wartime operations. 
Sixty-one awards to American insurance companies aggregating 
$34,708,821.49 were made for financial damages sustained by 
American insurers as a result of losses on hulls and cargoes. 
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AMERICAN EXPORTERS UPHELD 


The Trafic World New York Bureay 


Methods used by American exporters, which had been crit. 
icized by Alfonse Grez, a Chilean business man, as loose and 
ineffective, were defended this week at a luncheon of the Export 
Managers’ Club by Joseph McElroy of Pass & Seymour, Paul 
R. Mahoney of the Wahl Company, and E. B. Filsinger of Layw.- 
rence & Co. 

Each speaker rejected the suggestion that American ship. 
pers were inefficient and declared that proof of the fact that 
the exporters use the most up-to-date methods is given in the 
increasing volume of export trade. 

Mr. McElroy said it was untrue that exporters sidetracked 
their foreign orders in favor of domestic business, and added 
that the British admit that their greatest competitors in for- 
eign trade are the Americans. He also denied that export trade 
today is merely an expedient. He gave concrete examples 
showing that Australian buyers taking goods from Canada have 
them shipped through the United States because of the greater 
care here in handling shipments. He said that packing in this 
country has become almost a science. 

Statements along the same lines were made by Mr. Ma- 
honey and Mr. Filsinger. 


THE MERCHANT MARINE PROBLEM 


The Trafic World Washington Bureau 


The National Merchant Marine Association in a bulletin to 
members this week predicted that the special House committee 
appointed to investigate the Shipping Board and Fleet Corpora- 
tion would recommend unrestricted government operation of the 
Shipping Board fleet for a period of at least five years. It has 
been urged that adoption of such a policy would stabilize the 
operation of the government fleet and eliminate uncertainty. 
The association also believes that the majority report of the 
committee probably will attack the administrations of Chairmen 
Lasker and Farley and the present Fleet Corporation, but will 
not attack Chairman O’Connor of the Shipping Board. The 
majority report probably will be prepared by the three Demo- 
cratic members and one La Follette member. A minority repoit 
probably will be submitted by Chairman White and two other 
Republican members. Charges against Shipping Board and 
Fleet Corporation are reiterated by Representative Davis, Demo- 
crat, of Tennessee, in a chapter on the merchant marine in the 
Democratic campaign textbook. 


EXCESSIVE CHARGES AND EXPORTING 


“Before making shipment, inland exporters should know, in 
addition te the domestic and ocean rates on their products, 
something concerning the charges for storage. drayage, for- 
warding, or other terminal services at the port,” says J. F. 


Keeley, of the transportation division of the Department of 
Commerce. 


“A letter received from an exporter of hosiery, towels, and 
napkins to Latin American countries states that these costs at 
an Atlantic port are excessive, in many instances absorbing the 
entire profit on the transaction. 

“The Bureau of Foreign and Domestic Commerce recom- 
mended to this exporter that he consult his local freight agent, 
and through him arrange for the reservation of shipping space, 
the quotation of firm ocean rates, and the terminal and transfer 
charges, if any, that accrue in addition to the inland freight 
rates. Moreover, section 25 of the interstate commerce act re- 
quires the railway agent to issue uniform through export bills 
of lading in connection with vessels of American registry, and 
seen oe the rail carrier the duty of delivering the goods to 
ship side. 

“The large railroads, with well-organized and efficient foreign 
freight departments, will gladly serve the inland exporters by 
keeping the cost of exporting at the ports to a minimum. This 
is an important service which will redound to the benefit of the 
exporters, the rail carriers, the American merchant marine, and 
our foreign trade generally, enabling us better to meet the keen 
competition in the world’s markets.” 


PARCEL POST TO RUSSIA 


Paul Henderson, Second Assistant Postmaster-General, has 
issued the following: 


In connection with the report of the postmaster at New York 
that 40 per cent of the parcel-post packages received at New York 
from other offices addressed for delivery in the Union of the Socialistic 
Sovient Republics (Russia) are returned to the points of mailing 
because of the fact that they do not bear the notation concerning the 
alternative disposition to be made of packages if undeliverable as 
addressed, as set forth in section 205 on page 193 of the July, 1924, 
Postal Guide, it is desired to invite attention to the circumstance 
that, as stated in the said section, the requirement concerning this 
—— on parcel-post packages for the country named is com- 
pulsory. 

Accordingly, postmasters will refuse to accept for mailing parcel- 
post packages addressed for delivery in the Union of the Socialistic 
Soviet Republics which do not bear this notation. 


CHAIRMAN GREENE DEAD 


Word was received in Washington this week of the death 
of Representative William S. Greene of Massachusetts, chair- 
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Iveston, Texas 430 Sansome St., San Francisco, Cal. New York City 








An ANSWER to Your 
Traffic QUESTION 


is valuable only in proportion 
to its COMPLETENESS 


“We want to thank you very much 
for your letter in answer to ours in 
regard .to rates on our commodity 
from Colorado common points to 
Tampa, Florida. 

“We appreciate very much the 
trouble you have gone into to give us 
a complete answer to our question, 
and we consider the service that you 
render to subscribers of THE 
TRAFFIC WORLD worth many 
times the price of subscription, and 
we could not think of doing without 
i.” 


From a recent unsolicited letter 
received by 


The Special Service Department 


“at your service” 


The Traffic Service Corporation 
Colorado Building 
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Atlantic - Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 
WESTBOUND SAILINGS 

Baltimore Philadelphia New York 
Sept. 27 Oct. 3 
*SANTA OLIVIA Oct. 4 Oct. 8 Oct. 11 
SANTA MALTA Oct. 11 Oct. 15 Oct. 18 
THEREAFTER EVERY WEEK 
EASTBOUND SAILINGS 
San Francisco Los Angeles 


1 Oct. 13 
Oct. 20 Oct. 22 


THEREAFTER EVERY WEEK 
tAlso call direct at Philadelphia, Pa., Wilmington, Del., and Oakland, Calif. 
*Call at Manzanillo, San Jose de Guatemala, La Libertad, Corinto, Canal 
Zone, Havana (Eastbound), Baltimore (Eastbound), Norfolk and New York 


FARES to Los Angeles or San Francisco, FIRST CLASS, $250 and up 
PANAMA SERVICE 
Between San Francisce, Los Angeles, Mexico, Central America and Cana! Zone 
S.S. ECUADOR sails from San Francisco Sept. 30 
S.S. NEWPORT sails from San Francisco Oct. 4 
and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
605 Central pee a Calif. 


‘Bide. FF Norfolk, pete Fwd. & Stge.Co. 
Baltim: Equi e Lg Cleveland E 

Pittaburgh 410 State te Bldg. 

Philadelphia 240 Bourse Bldg. 

Wilmington, Del., Marine Terminal 








Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle, Tacoma and Bellingham 


Baltimore, Norfolk, Philadelphia 


and New York 
SAILINGS EVERY 15 DAYS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CoO., Inc. 

Moore and Water Streets, New York: Telephone Bowling Green 7384 

Sa ea ee 


And at our Branch Offices at ports of call, ete. 
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man of the House committee on merchant marine and fisheries. 
He was 83 years old and had just been renominated on the Re- 
publican ticket for another term in Congress. He had been 
in Congress for 26 years. He presided at the hearings held 
by the committee last spring when shippers throughout the 
country appeared to protest against application at that time of 
section 28 of the merchant marine act. Representative Edmonds 
of Pennsylvania probably will be selected as chairman of the 
merchant marine committee for the short session beginning in 
December. It will be necessary to select a new chairman in 
the next Congress, however, because Mr. Edmonds’ term ex- 
pires March 4 and he was not renominated in the primaries. 





COMMISSIONERS TO PACIFIC COAST 


Commissioners Lissner and Haney of the Shipping Board 
have gone to the Pacific coast for an inspection tour of the 
ports there. Commissioner Lissner’s home is in Los Angeles 
and Commissioner Haney’s home is in Portland, Ore. 


REDUCTION IN HANDLING CHARGES 


The American-Hawaiian Steamship Company announces that, 
effective September 19, the truck handling charge previously 


assessed on iron and steel articles at the port of Los Angeles, 
Calif., were eliminated. 


BOARD APPROVES TRADE NAME 


The Shipping Board has approved the name, “American 
Export Line,’ for the freight services operated for the Fleet 
Corporation by the Export Steamship Corporation between north 
Atlantic and Mediterranean ports. 


PARCEL POST TO GREECE oe 


Paul Henderson, second assistant Postmaster General, has 
issued the following: 


Effective October 1, 1924, parcel-post packages for Greece should 
not be accepted for mailing unless they are sealed with wax, lead, 
or otherwise. 


Parcels offered for mailing to Greece should be carefully exam- 
ined, before accepted, to see that they are properly and _ securely 


packed to withstand the long journey and assure their safe trans- 
mission to destination. 


CITRUS FRUIT ALLOWED ENTRY 


Until further notice citrus fruit from Cuba, including the 
Isle of Pines, will be authorized entry at Key West when shipped 
in sealed refrigerator cars for immediate transportation entry 
to St. Louis or Chicago under the permit and inspection require- 
ments of Quarantine No. 56, the Federal Horticultural Board, 
United States Department of Agriculture, has announced. ‘This 
supplements the existing provision for entry under Regulation 2 
of said quarantine at New York and’ other northern Atlantic 
ports. Some five surveys by department experts conducted in 
Cuba and the Isle of Pines at different seasons during the past 
year indicate the freedom of citrus fruit in these regions from 
fruit flies and other injurious insects. 

As additional safeguards, all such importations shall be sub- 
ject as a condition of entry to such inspection or disinfection, 
or both, at the port of first arrival (Key West) as shall be re- 
quired by the inspector of the Department of Agriculture, and 


shall be subject to reinspection at destination at the option of 
the department. 





COST OF TRANSPORTATION IN COLOMBIA 


The cost of transportation represents the greatest expense 
to be met by industry and commerce in Colombia, according to 
report to the Department of Commerce from Commercial Attache 
Jackson, Bogota. To carry a ton of coffee, the chief export prod- 
uct of the country, from Girardot, at the head of navigation, 
to the sea costs $35.11, while the additional ocean tariff from 
the Colombian port to New York is about $10. The construction 
of a railroad to replace river transportation is being agitated, 
but that would not remove the burden, as a rate from Girardot 
to Cartagena (some 600 miles) would scarcely be less than $20 
a ton. Including shipments from Medellin, about 100,000 tons 
of freight are shipped over this route each year, and about 120,- 
000 tons, including all commodities, are shipped out. 

The Chamber of Commerce of Cartagena is advocating the 
use of that port for both export and import shipments, claiming 
an advantage in the use of the all-water route from La Dorada 
to ship-side, and the consequent elimination of railway trans- 
fers from Barranquilla to Puerto Colombia and from Calamar 
to Cartagena. Boats from the Magdalena River which pass 
through the Dique Canal, between Calamar and Cartagena, are 
equipped to transfer cargo direct to ship deck, thus eliminating 
the railway freight cost encountered at both Barranquilla and 
Calamar under the former method of transferring cargo to trains 
at those points. As long as the waters of the Magdalena, and 
consequently those of the Dique, are sufficiently high, river 
boats can use the canal. This channel is being rapidly im- 
proved by an American company, and, as the local manager 
claims that within a year all-year navigation of the Dique by 
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any of the Magdalena boats will be provided, it seems improb. 
able that much freight will be routed via Barranquilla anq 
Puerto Colombia. The Barranquilla interests are fully alive tw 
this and are intensifying their campaign for opening the mouth 
of the Magdalena’ to permit ocean vessels to reach their city, 


LUMBER SHIPMENTS 


As reflected by the operations of 364 of the chief com. 
mercial softwood lumber mills of the United States, the 
national lumber movement underwent no changes in the week 
ending September 20, as compared with the previous week, 
says the National Lumber Manufacturers’ Association. There 
is, however, a noticeable decline in all three factors of produc- 
tion, shipments, and orders when last week is compared with 
the corresponding week of 1923. 

The unfilled orders of 253 Southern Pine and West Coast 
mills at the end of last week amounted to 586,159,833 feet, as 
against 582,479,492 feet for 252 mills the previous week. The 
132 Southern Pine mills in this combination showed unfilled 
orders of 219,080,175 feet at the end of last week, and 224,324. 
400 at the end of the week before. For 121 West Coast mills 
the unfilled orders were 367,079,658 feet, as against 358,155,092 
for 120 mills a week earlier. 

Of the 364 comparably reporting mills, last week’s ship- 
ments were 98 per cent, and orders 99 per cent of actual 
production. For the Southern Pine mills by themselves these 
percentages were 102 and 95, respectively; and for the West 
Coast group, 99 and 111. 

Of the foregoing mills, 341 have a determined normal 
production for the week of 213,059,449 feet, according to which 
actual production was 100 per cent, shipments 98 per cent, 
and orders 100 per cent of normal production. 

The following table compares the national lumber move- 
ment as reflected by the comparably reporting mills of seven 
regional associations for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1923 1924 (Revised) 
UL ila: au stacaesecchacaeiacatal ane 364 396 367 
oe ee 227,439,688 264,316,994 228,187,229 
BIAPVROMES ciccccnviedasies 222,161,194 242,529,867 224,925,058 
Orders (new business).. 224,719,143 245,871,632 225,250,709 


The following figures compare the reported lumber move- 


ment for the first thirty-eight weeks of 1924, with the same 
period of 1923: 
Production 


Shipments Orders 


i. eee ee 8,893,165,548 8,808,633,847 8,547,551,541 
BOSS a. vivincewscncsecseces 9,261,705,347 9,289,399,813 8,781,846,861 
1924 Decrease..... nipeasere 368,539,799 480,765,966 234,295,320 


On account of the fact that the California White & Sugar 
Pine Association mills do not have weekly reports comparable 
in respect to orders with those of other mills, they are not 
represented in any of the foregoing figures. Thirteen of these 
mills, representing 31 per cent of the cut in the California pine 
region, reported last week’s production as 15,814,000, ship- 
ments, 11,354,000, and orders 8,674,000. 


WENATCHEE SOUTHERN CASE 


The Trafic World Washington Bureau 


The Wenatchee Southern, authorized by the Commission to 
construct a line of railroad in Washington to serve the Wen- 
atchee fruit district, has filed a reply to the petition of the Great 
Northern asking that the case be reopened and the application 
denied. The applicant says the petition of the Great Northern 
should be denied. 

The Wenatchee Southern challenged the statement of the 
Great Northern to the effect that the community had become 
indifferent to the project, declaring that the fact was that “the 
granting of the certificate has been received with enthusiasm in 
the territory affected.” 

“A celebration was held at Wenatchee on August 30,” the 
company said. “There was a parade in which thousands pal- 
ticipated, many carrying picks and shovels. It was one of the 
largest and most representative gatherings ever assembled in 
Wenatchee. There has never been a time since the beginning 
of the efforts to secure the railroad that the people of the Wen- 
atchee Valley and of all central Washington were so unanimous 
in its support. 

“The Great Northern feels, apparently, that the vigorous 
and commendable efforts which it made to give good service in 
1923 have destroyed all desire for a connection with other 
railroads.” 

The Wenatchee Southern said the reason for the good serv- 
ice was the potential competition of the Wenatchee Southern. 
It said the service was good and that none begrudged the Great 
Northern one bit of credit for what was accomplished. 

“They (the community) mean business about this railroad, 
and they feel that the Great Northern is only using its too fre 
quently mistaken judgment in fighting what it will some day 
recognize as an inevitable step forward in the progress of 
central Washington,” the Wenatchee Southern said. 
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Put It Now 
in Your Date Book 


Los Angeles Invites 
Every Reader 

of the 

Traffic World 

to Attend the 





National Convention 


of the 








American 
Association 
of Port 

Authorities 


At Los Angeles, 
the Port of the 
Pacific Southwest 


October 
13th, 
14th ana 
15 th, 1924 


BOARD OF 
HARBOR 
COMMISSIONERS 


City of Los Angeles 
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TRUCK CORD 
TIRES 


‘The Only Tires We 
Can Afford To Use’’ 


That is what a good many fleet operators are saying about 
their Fisk Truck Cords, particularly those whose trucks 
travel daily some of the worst roads the country knows. 





They found by carefully checking several makes of tires 
that profits were higher and operating costs lower when 
they relied on Fisk Truck Cords to carry their loads. 


It is Fisk’s exclusive, skid-proof button tread that grips 
the road when going is bad, and delivers the extra thou- 
sands of miles that bring costs down. It is Fisk’s soft, 
elastic, yet tough rubber compound that lengthens truck 
life and reduces repair bills by absorbing the vibration 
from road obstructions. 


One Fisk Truck Cord will convince 
you that it’s cheaper to run on Fisks. 
Let the Fisk Dealer show you the 
extra-mileage Fisk Truck Cord. 





The Fisk Tire Company, Inc. 


Chicopee Falls, Mass. 


= 
FRABE WARK AEC. U. 0. PAT. OFF, 


Fisk also makes Solid Tires designed for every type of heavy work. 
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REVENUE FREIGHT LOADING 


The railroads loaded 1,061,424 cars of revenue freight the 
week ended September 13 and established a new record thus 
far this year, according to the weekly report of the car service 
division of the American Railway Association. The loading 
exceeded that of the week ended August 30—the first million- 
car week of the year—by approximately 41,000 cars. For the 
first time since last March the loading also exceeded that of 
the corresponding week of 1923. The loading in the correspond- 
ing weeks of 1923 and 1922 was 1,060,563 and 937,221 cars, re- 
spectively. 

Loading by districts the week ended September 13 and for 
the corresponding week of 1923 was as follows: 


Eastern district: Grain and grain products, 10,905 and 8,491; live 
stock, 3,704 and 3,414; coal, 45.171 and 34,310; coke, 1,785 and 3,783; 
forest products, 5,568 and 5,845; ore, 3,748 and 7,213; merchandise, 
L. C. L., 69,469 and 67,911; miscellaneous, 100,546 and 101,422; total, 
1924, 240,896; 1923, 232,389; 1922, 231,463. 

Allegheny distrist: Grain ‘and grain products, 3,602 and 3,121; 
live stock, 3,234 and 3,270; coal, 46,243 and 48,534; coke, 3,846 and 
6,433; forest products, 3,294 and 3,572; ore, 8,355 and 13,188; merchan- 
dise, L. C. L., 52,329 and 50,495; miscellaneous, 89,986 and 90,680; 
total. 1924, 210,889; 1923, 219,293; 1922, 200,245. 

Pocahontas district: Grain and grain products, 250 and 315; 
live stock, 359 and 290; coal, 33,991 and 28,160; coke, 205 and 494; 
forest products, 1,481 and 1,909; ore, 67 and 118; merchandise, L. C. 
L., 7,152 and 6,737; miscellaneous, 5,775 and 5,243; total, 1924, 49,280; 
1923, 43,266; 1922, 26,966. 

Southern district: Grain and grain products, 4,004 and 3,987; 
live stock, 2,453 and 2,357; coal, 24,136 and 25,157; coke, 773 and 
1,032; forest products, 22,827 and 24,377; ore, 1,278 and 1,789; merchan- 
dise, L. C. L., 41,373 and 40,590; miscellaneous, 51,840 and 41,722; 
total, 1924, 148,684; 1923 141,011; 1922, 116,766. 

Northwestern district: Grain and grain products, 23,274 and 
19,294; live stock, 9,161 and 10,091; coal, 8,319 and 10,623; coke, 1,119 
and 1,265; forest products, 16,564 and 18,338; ore, 30,511 and 50,483; 
merchandise, L. C. L., 31,771 and 31,733; miscellaneous, 39,670 and 
41,841; total, 1924, 160,389; 1923, 183,668; 1922, 151,042. 

Central Western district: Grain and grain products, 18,610 and 
14,448; live stock, 16,165 and 15,632; coal, 18,108 and 19,039; coke, 357 
and 339; forest products, 11,303 and 12,116; ore, 3,543 and 3,343; mer- 
chandise, L. C. L., 36,825 and 36,320; miscellaneous, 68,529 and 66,780; 
total, 1924, 173,440; 1923, 168,017; 1922, 152,700. 

Southwestern district: Grain and grain products, 5,926 and 4,795; 
live stock, 3,797 and 4,006; coal, 6,347 and 6,054; coke, 206 and 134; 
forest products, 8,482 and 8,829; ore, 332 and 525; merchandise, L. 
C. L., 15,395 and 15,631; miscellaneous, 37,361 and 32,945; total, 1924, 
77,846; 1923, 72,919; 1922, 58,039. 

Total, all roads: Grain and grain products, 66,571 and 54,451; 
live stock, 38,873 and 39,060; coal, 182,315 and 171.877; coke, 8,291 and 
13,480: forest products, 69,519 and 74,986; ore, 47,834 and 76,659; mer- 
chandise, L. C. L., 254,314 and 249.417: miscellaneous, 393,707 and 
380,633; total, 1924, 1,061,424; 1923, 1,060,563; 1922, 937,331. 

Cumulative loading this year to the end of the week ended 
September 13 totaled 33,539,014 as against 35,144,935 and 29,368,169, 
in the corresponding periods of 1923 and 1922, 


CONDITION OF LOCOMOTIVES 


So far as locomotives are concerned, the railroads of the 
country were in the best condition on September 1 to meet the 
seasonal fall increase in traffic that they have been since early in 
the year, according to reports filed with the car service division 
of the American Railway Association. On that date, they had 
53,618 serviceable locomotives, an increase of 726 over the 
number reported on August 15, and the largest number reported 
= —_ one time since January 1 this year when there were 

4,031. 

The railroads on September 1 also had 6,762 serviceable loco- 
motives in storage, ready for use whenever traffic conditions 
warrant. This was, however, a decrease of 164 compared with 
the number in storage on August 15. In the last half of August 
33,178 locomotives were repaired and turned out of the shops, an 
increase of 4,703 over the number repaired during the first half 
of August. 

As a result of this increased activity on the part of the rail- 
roads in preparing to handle the usual increased fall traffic, 
the number of locomotives in need of repairs on September 1 
totaled 10,964 or 17 per cent of the number on line compared 
with 11,623 or 18 per cent on August 15th, a decrease of 659. 
Locomotives in need of classified repairs on September 1 totaled 
6,023 or 9.3 per cent, a decrease of 370 compared with August 
15 while 4,941 or 7.7 per cent were in need of running repairs, 
a decrease of 289 compared with the same preceding date. 


PERISHABLE FREIGHT LOADING 


A comparative statement showing the estimated loading of 
perishable freight for September, October, November and De- 
cember this year and the actual loading last year for the same 
period was sent to railroads this week by M. J. Gormley, chair- 
man of the car service division of the American Railway Asso- 
ciation, with an appeal for prompt and expeditious handling of 
refrigerator cars. Chairman Gormley said: 


While the aggregate total is not a marked increase over last year, 
it will be noted that there is a heavy increase in certain districts. 
For the months of September and October, the territory served by 
the PP. F. E., S. F. R. D. and the two Colorado roads-shows an 
increase in estimated requirements over actual loading last year of 
24,395 cars, or 31.5 per cent, against a decrease in other territories 
of 13.6 per cent. 

This gives further point to recent communications emphasizing 
the necessity for expediting refrigerator cars of all ownerships, but 
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particularly those belonging to the roads serving the California- 
Colorado territory...There has been a satisfactory. .handling of all 
major perishable crop movements to date this year, and it is highly 
essential that impending perishable traffic in the Western territory 
be likewise adequately protected. 2 

Terminal committees of shippers, with a committee of railroad 
men cooperating, have been organized at sixty important unloading 
centers. Railroads should cooperate closely with these committees 
in order that they may be fully effective in expediting the release 
of cars by consignees. With unusual cooperation being obtained 
from shippers and consignees, there is an even greater obligation 
upon the railroads to avoid any possibility of failure in their service. 
Specifically: 

1. Refrigerator cars should be moved promptly, loaded or empty, 

2. There should be no delay in placing cars for loading or for 
unloading, or in switching empties into trains after they are released 
by consignee. 

3. Where consignees fail to release cars promptly, causing 
accumulation, and the terminal committees are unable to effect a 
remedy, embargo should be issued promptly to avoid tying up 
equipment unnecessarily. 

Every practicable method should be used to discourage the 
use of refrigerator cars for merchandising purposes (so-called peddl- 
ing) as indicated by communications heretofore quoted from the 
Interstate Commerce Commission. 

5. Avoid using refrigerator cars for any traffic for which other 
suitable cars are or can be made available. 


COMPARATIVE STATEMENT OF ESTIMATED PERISHABLE 
LOADING, 1924, AND ACTUAL LOADING, 1923 




















—September— October—— 
*1924 1923 *1924 1923 
le Bee he Shake dies 0 vied bienis:e sees cemnewate 37,500 26,890 31,000 24,823 
[ee Sa ee ee ere 4,595 3,677 4,220 2,177 
i a SS Re re eran eee en 1,362 1,511 8,160 8,486 
PN REIS ical gcaieiainasecw Sateo oe Oa sere oO were aoe 1,730 3,382 4,839 5,956 
Pg Oa os ipsa cca > ox rocdGndiai@) 8 ele awn wi atareardchacals 6,235 7,273 6,500 8,558 
Oe re Es rceceide Shean eaedacawese comene 11,415 9,766 11,510 8,991 
oh Re nee 1,705 2,228 2,240 1,492 
Oe Ci, EEE sik cs sb sewcicaweweaeucaeiavion 595 548 3,155 2,869 
Ge Es. asicibce css eacdiacienscweweuswoaveuios 825 469 550 427 
TEE Ginter USdecodcoescigeemdeteaem ieee 65,962 55,744 72,174 63,779 
*Estimated. 
—November— —December— Total 
*1924 1923 *1924 1923 *1924 1923 
2 A A | Se eet 2 22,000 25,428 12,000 13,686 102,500 90,827 
Oe Ge COW ic vcwcedices 2,010 1,464 1,300 1,023 12,125 8,341 
we. Oe CG BD. cece 4,357 5,686 2,066 2,142 15,945 17,825 
De eee ,625 4,301 1,578 1,782 11,772 15,421 
Be ac sngsincacicanne's 5,200 6,448 4,400 5,712 22,335 27,991 
ee eS eee 6,000 5,829 5,000 4,183 33,925 28,769 
 G. Ti. CRG.) occ cccic 920 786 540 413 5,405 4,919 
: a a. 8,155 6,933 9,750 7,728 21,655 18,078 
MUP ER. Succ cunwniradones 300 208 100 63 1,775 1,167 
ae ree 52,567 57,083 36,734 36,732 227,437 213.338 
*Estimated. 


COAL PRODUCTION AND SHIPMENT 


“The week ended September 13 witnessed a sharp increase 
in the rate of soft coal production that carried the total output 
to 9,531,000 net tons,” says the Geological Survey in its weekly 
coal report which continues, in part, as follows: 


In company with soft coal, the production of anthracite 
recovered promptly in the second week of September. The total 
output is now estimated at 1,820,000 net tons, an increase over 
the preceding holiday week of 369,000 tons, or 25 per cent. The 
week after Labor Day in 1923 and 1920 was marked by labor 
troubles that seriously interfered with the production of anthra- 
cite, and in 1922, although the general strike of that year had 
been called off, production had not yet reached normal. ‘The 
present rate of output is almost exactly the same as that in 1921. 

Tidewater business in soft coal declined slightly in the weck 
ended September 13. Reports courteously submitted by the three 
railroads with dumping facilities at that port show that 312,718 
tons were handled, against 333,130 tons in the week before. The 
decline was due principally to a sharp decrease of 35 per cent in 
dumpings for the “other coastwise” trade. Exports and cargoes 
consigned to New England decreased slightly. 


The movement of soft coal across the Lakes, which reached 
the peak for the season during the final week of August, has 
slowed up considerably. According to the Ore and Coal Exchange, 
761,463 net tons were dumped in the week ended September 14, 
as against 768,024 tons in the preceding holiday week, and 933,- 
868 tons in the last week of August. Whether this means that 
the receiving docks are temporarily unable to handle more coal 
and that there will be a recovery later on, is not yet apparent. 
Of the total dumpings, 717,016 tons were cargo coal and 44,447 
tons were vessel fuel. In the corresponding week last season 
dumpings totaled 843,370 tons. 

Cumulative shipments of cargo coal during the present sea- 
son now stands at 14,489,519 tons. Comparison with the corre- 
sponding periods of 1923 and 1921 shows decreases of 29 per cent 
and 15 per cent, respectively. In determining the adequacy of 
the supply available for the territory served by the docks, it 
must be remembered that the carry-over this season probably was 
between 4,000,000 and 5,000,000 tons, whereas the docks were 
practically stripped at the opening of the 1923 season, and carried 
only about 2,500,000 tons on April 1, 1921. 


Shipments of anthracite up the Lakes declined to 94,988 net 
tons in the second week of September, a decrease of 22,974 tons. 
Of the total shipments, 87,700 tons were dumped at Buffalo and 
7,288 tons at Erie. From the viewpoint of tonnage the decrease 
of 22,974 tons was shared about equally between the two ports. 


ELECTRIC RAILWAY STATISTICS 
The Commission has issued a statement of selected items 
from the annual reports of electric railways for the year ended 
December 31, 1923, prepared by the Bureau of Statistics. 


September 
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A new course in 


AS A TRAFFIC PUBLICATION THE | Traffic Management 


TRAFFIC WORT 


TRAFFIC “BULLETIN — 


is as nearly complete as it is possible to make it. 
Every day it comes to you, by first class mail 
with 


Lists of abstracts of tariffs filed with the 
Interstate Commerce Commission. 


Complete lists of embargoes as issued 
by the American Railway Association 
at Chicago and Washington. 


Dockets of proposals for rate changes 
to be considered by the various car- 
riers’ rate committees. 


Abstracts of fourth and sixth section 
applications and orders. 


Suspension orders, released rate orders, 
steamship sailings, and 


THE MOST COMPLETE, PROMPT AND AC- 
CURATE NEWS ACCOUNTS AVAILABLE 
OF DEVELOPMENTS IN TRAFFIC AND 
TRANSPORTATION MATTERS. 


Subscribers for THE DAILY TRAFFIC 
WORLD AND TRAFFIC BULLETIN also re- 
ceive, without extra charge, copies of the 
weekly Traffic World and the weekly Traffic 
Bulletin. Thus, nothing is left undone that 
will make for completeness of information and 
convenience for the subscriber. 


Then, there is the personal service from Washington 
recently augmented, performed without charge for 


Daily subscribers. That ought to interest you espe- 
cially. 


A series of sample copies and full 
details will be sent without obligation 
on your part. 


THE TRAFFIC SERVICE CORPORATION 


418 S. Market St. Chicago, IIl. 


CSS. 


Written by the Lecturer on Trade and 
Transportation at New York University 


eee ONE of the newest and 
most practical courses in 
Trafic Management ever 
prepared is now being of- 
fered by the International 
Correspondence Schools 
of Scranton. 


This course was writ- 
ten and compiled by Asa 
Colton, book review edi- 
tor of Shipper and Carrier 
and lecturer on Trade 
and Transportation at 
New York University—a man of wide experience 
and an acknowledged authority in this field. 


This course takes up the following subjects: 
Transportation of freight, preliminaries to shipping, 
packing and packages, freight classification, glos- 
sary of traffic terms, making of freight rates, rates 
in C. F. A. territory, freight tariffs, eastbound rates 
from C, F. A. territory, westbound rates to C. F. A. 
territory, trunk line and New England rates, rates 
in the Southeast, transcontinental rates, special ser- 
vices, tracing and claims, express and parcel post, 
regulation of commerce, shipping to Far East, ship- 
ping to Europe, procedure before regulating bodies, 
industrial trafic work, law of carriers, Canadian clas- 
sification and rates, shipping to South America, etc. 


13 Official Maps Furnished Free 


Thirteen large official Trafic Maps are given free 
as a part of the course. These maps are printed by 
the Central Freight Association and are the same 


maps that are used by big railroads and other busi- 
ness organizations. 


Write for Free Booklet 
We have just printed a 48-page 
TRAFFIC MANAGEMENT Book- 
LET which describes this course in 
detail. We shall gladly send you 
a copy free on request. You will 
find it very interesting, for it 
points the way to a better job 
and a larger salary. Just mail - 
the coupon printed below. 





ASA COLTON 





INTERNATIONAL CORRESPONDENCE SCHOOLS { 

Box 6721-D, Scranton, Penna. ‘ 

Please send me, without cost or obligation, a copy of your 48-page t 

TRAFFIC MANAGEMENT BOOKLET. | 

| 

DRI ciisitosccsenwistiviensisisicaisctiesianiiatapiniiasiaiainaliiibaadisiienaatiaameaianiindaaeaaenmaanieiniaamaaiNts ; 
Aadress 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. traffic man of long experience 


and wide knowledge will answer questions relating to practical traffic 


lems. We do not desire to take the place of 
elp him in his work. 

he right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C. 


traffic man but to 





Unauthorized Disclosure of Information as to Shipments 

Missouri.—Question: Will you kindly render us_ opinion 
concerning the proper application of state versus interstate 
rates? Following is an illustrated example: 

Stations A and B are stations in Missouri. The first is a 
local country station and the second a common point, being 
served by several interstate carriers. Up until wartime the 
railroads serving both points published commodity rates ap- 
plying locally between said points, also between these points 
and other points in interstate traffic. Early in the war, or 
just before the war, the railroads undertook to annul the inter- 
state application of these rates by eliminating all the points 
located outside of the state of Missouri from the index. With- 
out any desire to question the legality of the tariff, as at present 
published, we are assuming that the rates are, strictly speaking, 
state rates on hay and straw, etc. 


It is our custom to buy great quantities of hay at Station 
A, ship it to Station B for milling purposes. The hay is usually 
bought “delivered at Station B” and is transported to our mill 
under the state rates provided in the above mentioned tariff. 
We are permitted under our transit regulations to store this 
hay, mill it and reship it, providing it is reshipped within one 
year from date of inbound expense bill. 


In shipping our manufactured products from the mill to 
various interstate points, we are obliged to surrender inbound 
freight bills to the outbound carrier in order to secure the ben- 
efit of the outbound proportional rate. The tariffs covering 
the outbound movement provide a rule that inbound expense 
bills must be surrendered. This rule, however, does not limit 
the points of origin, as to state or interstate—simply as evidence 
that the shipment originated beyond. These freight bills are 
surrendered to the joint agent of the Western Weighing & In- 
spection Bureau, through whose hands all transit and propor- 
tional shipments are handled. 


Recently this joint agent has taken it upon himself to 
observe the various points of origin of tonnage surrendered for 
proportional rates and make note of same, and passes this in- 
formation over to the original inbound carrier, who, after 
receiving same, issues a corrected inbound expense bill cover- 
ing the first movement from A to B, based on the class rates 
between these two points, which is considerably higher than 
the rate as originally billed. They claim that this is in har- 
mony with various rulings of the Commission when the out- 
bound haul is connected up with the inbound haul. In most 
cases the outbound haul carrier is a different railroad than the 
inbound haul carrier. 


It may be true that the railroads are trying to enforce some 
ambiguous rulings of the Commission in respect to shipments 
of this kind. Nevertheless, in our opinion, such actions on the 
part of both the inbound and outbound carriers, as well as their 
joint agent, are violating paragraph 11, section 15, of the in- 
terstate commerce act, as amended February 28, 1920. The 
violation consists of the act of one carrier or their agent passing 
information to another carrier in contravention to the act above 
mentioned. It is our opinion also that if the Commission has 
issued any edicts or rulings that are in contravention to this 
act, they are likewise illegal and cannot be enforced. 

Therefore, will you kindly render us an opinion as to whether 
the passing of information of this kind is possible? Also 
whether or not the Commission is amenable to the act, as well 
as shippers. 

Answer: Paragraph 11 of section 15 of the act carries the 
following proviso: 


Provided that nothing in this act shall be construed to prevent 
the giving of such information in response to any legal process issued 
under the authority of any state or federal court, or to any officer 
or agent of the government of the United States, or of any state or 
territory, in the exercise of his powers, or to any officer or other 
duly authorized person seeking such information for the prosecution 
of persons charged with or suspected of crime; or information given 
by a common carrier to another common carrier or its duly author- 
ized agent, for the purpose of adjusting mutual traffic accounts in 
the ordinary course of business of such carriers. 


It seems to us that the acts of the agent in question would 





Vol XXXIV, No. 13 


come under the last part of the provision of paragraph 11 of 
section 15 above quoted. 

No right of action against the Commission, as such, could 
be maintained for making an order beyond its power or con. 
trary to the applicable law. 

Liability of Switching Line for Loss of or Injury to Goods 
Loaded in Trap Cars at Shipper’s Plant 

Illinois —Question: We are located on the X Railroad and 
we load from two to three cars every day consigned to A 
on the X Railroad for handling in distribution to connecting 
lines. 

A is about eight miles from our plant, and it is there that 
our bills of lading are signed. We maintain, inasmuch as the 
X Railroad participates in the rate applicable on these ship. 
ments, that when they are loaded in trap cars and consigned 
to A the haul begins at our door and that the bills of lading 
should be signed at our plant. 

Many times when they arrive at A there is damage of some 
kind, and the X Railroad makes notation on the bill of lading 
that goods were not received in good order. The goods are 
in good order when we load them in the trap cars and they 
are received by the X Railroad the minute they are pulled off 
our siding. 

Also, we load trap cars for connecting lines routed X Rail- 
road to the connecting lines which are delivered to the con- 
necting transfer platform for rehandling. We would also be 
glad to know the proper place for the connecting lines to sign 
the bills of lading for such shipments. In this case the X 
Railroad participates only as a switching line. 


Answer: We have been unable to locate decisions which 
deal specifically with the question of the liability of a carrier 
for goods loaded into a trap car at the shipper’s industry, but, so 
far as shipments moving over that line to destination are con- 
cerned, there does not seem to be any reason why that line 
could not be held liable in damages for loss of or injury to 
such goods while in transit to the transfer point, A. This, for 
the reason that the goods are actually received for transporta- 
tion by the carrier, at its published tariff rates, when they are 
loaded into the cars by the shipper and, so far as we can see, 
there is nothing which warrants the carrier’s refusal, if such 
is the case, to compensate you for loss or injury which occurs 
during the movement from your plant to the transfer station. 
As stated by the Commission in its opinion in the Trap Car 
case, 34 I. C. C. 516, trap car service is of mutual benefit to 
carriers and shippers and, therefore, the carrier is not perform- 
ing a service other than a transportation service, but one which, 
under its published tariffs, it holds itself out to perform when 
it switches trap cars from a shipper’s plant to its transfer 
station. 

As to shipments delivered to connecting lines in switching 
service by carrier X, whether or not carrier X is liable as an 
initial carrier under the Carmack amendment, namely, section 
20 of the interstate commerce act, or whether the road haul 
carrier is liable for loss or injury occurring on the line of the 
switching line, carrier X is dependent, at least with respect to 
carload shipments, and there should be no difference with re- 
spect to trap car movements, under such decisions of the courts 
as we can locate which deal with the matter, upon the nature 
of the contract entered into with the shipper. See, in this 
connection, the following cases: Aton Piano Co. vs. Ry. Co., 
139 N. W. 748; Barrett vs. R. Co., 157 Pac. 1016; Utz vs. C. B. 
& Q., 208 S. W. 640; H. E. & W. T. vs. Houston Packing Co, 
221 S. W. 316; Knapp vs. M. St. P. & S. S. M., 156 N. W. 1019. 


In the first case mentioned it was held that the delivery 
of a loaded car to a railroad in Wisconsin with instructions to 
ship it to Illinois via another road, and the receipt and routing 
of the car by the initial carrier, constituted a contract of inter- 
state transportation within the Carmack amendment to the 
interstate commerce act, requiring any carrier receiving property 
for interstate transportation to issue a bill of lading, and making 
it liable to the holder for any damage en route. 


In Barrett vs. No. Pac. 157 Pac. 1016, it was held that a 
common carrier which receives goods for interstate shipment 
is the initial carrier, although it only switches the car in which 
they are loaded to the lines of another common carrier to be 


transported out of the state. The Aton Piano Co. case is cited 
therein. 


In Utz vs. C. B. & Q., 208 S. W. 640, it was held that where 
the railroad company furnished the cars for an interstate ship- 
ment of stock and, by its agent, signed the bill of lading, it 
is deemed the initial carrier, even though the cars after being 
loaded were transported by a belt line to the track of such 
railroad company. The case covered a carload shipment of 
mules from the stock yards in St. Joseph, Mo., to East St. Louis, 
Ill., via St. Joseph Belt Ry. Co. and the C. B. & Q. Railroad. 
The court said: “The evidence shows, and it has been found 
by the jury, that it (C. B. & Q.) received the mules at the 
stock yards and issued its bill of lading there, whereby it 
agreed to transport the mules from there to East St. Louis, III. 
This bill of lading is signed ‘Chicago, Burlington & Quincy 


Railroad Co., by E. B. Estes, agent at St. Joseph Stockyards, 
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Missouri.’ In addition to this the evidence showed that de- 
fendant furnished the cars at the stock yards for shipments 


like the present and that the Belt Line took them to defen4- 
ant’s track for defendant. 


In H. E. & W. T. vs. Houston Packing Co., 221 S. W. 316, 
it was held that where a shipper loaded one of its refrigerator 
cars on the tracks of the “I” Railway Co., which switched 
the car to the “H” Railroad Co., the latter paying the “I” 
Railway Company for such switching services, and issuing a 
through bill of lading to the shipper, “H’ Railroad Company 
is the initial carrier within the Carmack amendment to the 
interstate commerce act and was liable for damage to the ship- 
ment in transit. In this case the court discusses the Aton 
Piano Company case, the Barrett case, and Ross vs. Railway 
Company, 90 Atl. 711, and distinguishes it from those cases on 
the ground that no bill of lading contract was made with the 
initial switching line, and, furthermore, that the initial carrier, 
the “I” Ralway, did not know the final destinaton of the ship- 
ment at the time it switched it to the “H” Railroad. 


In Knapp vs. M. St. P. & S. S. M., 156 N. W. 1019, the 
statement is made that an “initial carrier’’ is one contracting 
with the shipper and is not necessarily the one whose lines 
constitute the first link in transportation. 

Relation of Commodity Rates to Class Rates 

INlinois.—Question: Kindly give us your opinion’ in the fol- 
lowing case: Are the class rates entirely controlling in the 
making of specific commodity rates, particularly where a point 
is located in an outlying district from a base point? The fac- 
tory is so situated that from and to some territories it is ac- 
corded rates both carload and less, the same as applicable to 
the large base points with which it is in competition. 

The class rates, of course, are practically in all cases higher 
from and to all territories to the factory than applies to the 
base point. A claim was made that the commodity rates should 
be made with relation to the class rates and accordingly the 
factory point was not entitled to specific commodity rates the 
same as applies to the base point. 


Can you give us reference to any decisions by the Inter- 
state Commerce Commission where this question was in issue? 
Commodity rates on specific raw materials are generally con- 
trolled by the market conditions and it would be impossible to 
strictly adhere to the percentage relationship between class and 
commodity rates to a great many factories established in out- 
lying districts without same having a demoralizing effect. 


Answer: ‘See with respect to this question, the following 
cases: Jacob E. Decker & Sons vs. C. M. & St. P., 30 1. GC. C. 
547 (551); Rates on Tomatoes from Jacksonville, Fla., etc., 33 
I. C. C. 14 (19); Peet Bros. Mfg. Co. vs. Ill. Cent., 34 I. C. C. 
634 (637); Southeastern Sugar Cases, 48 I. C. C. 739 (742); 
Natchez Chamber of Commerce vs. La. & Ark. Ry., 52 I. C. C. 
105 (121); Mobridge Groc. Co. vs. C. M. & St. P. Ry. Co., 52 
{. C. C. 307 (311); Fairmount Creamery Co. vs. Director-Gen- 
eral, 68 I. C. C. 507 (513); Carnation Milk Products Co. vs. Di- 
rector-General, 78 I. C. C. 145 (149). 


In Decker & Sons vs. C. M. & St. P., 30 I. C. C. 547, the 
Commission on page 551 said: 


So many elements enter into the determination of a commodity 
rate that it cannot be said that a commodity rate must always bear 


a fixed relation to the corresponding class rate, even as between 
competing points. 


Routing and Misrouting—Conflict Between All-Rail Route Shown 
in Bill of Lading and Rate Applicable via Rail-and-Water 
Route Shown Therein 
Indiana.—Question: I note in the August 30, 1924, issue 

of The Traffic World, page 460, second paragraph of the article, 

“Freight Routing,” written by J. D. Collier, is stated, in the 

event a shipper specifies a certain route on the bill of lading, 

and carrier forwards shipment as per route specified by shipper, 
freight charges must be collected on basis of rate applying 
over route which shipment moved. 

In the event a shipper specifies an all-rail route, and at the 
same time inserts a rail-and-water rate, and shipment moves 
all-rail as requested by shipper on his bill of lading. The car- 
rier receiving shipment failed to notify shipper of the conflict- 
ing rate and route but forwarded car via the all-rail routing, 
thinking they had made an error in inserting the rail-and-water 
rate, which would not apply via the route they specified. 

According to Mr. J. D. Collier’s statement, freight charges 
must be collected on basis of rate in effect over route which car 
moved. I have always understood, if the carrier failed to notify 
shipper of the conflicting rate and route, carrier was obligated 
to protect the rate shown on bill of lading. 

Answer: While we are unable to locate an opinion of the 
Commission in point, it is our opinion that the same rule should 
govern as is applicable where both routes, that is, the route 
designated by the shipper in the space provided in the bill of 
lading for routing instructions and the route indicated by the 
insertion of a rate in the bill of lading, are all-rail routes. Un- 
der this rule, as stated in Conference Ruling 414-C, the carrier 
is liable for misroute in the event that the carrier’s agent fails 
to ascertain from the shipper whether the rate or route given 
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in the shipping instructions shall be followed. 

Application of Rates—Non-Compliance With Tariff Provision 
Requiring Notation on Bill of Lading 
Arkansas.—Question: Kindly refer to Rule 41 of Consolj- 

dated Freight Classification No. 3, and advise if consignee 

should be penalized 20 per cent on account of his failure to 
make the notation on bill of lading as outlined in section 8-¢ 

of Rule 41. 

The contents of car, which consisted of canned tomatoes, 
were packed in fiber boxes, complying with specifications in 
Rule 41, and the shipper overlooked the notation as to boxes 
complying with specifications, etc. Carriers are endeavoring to 
penalize consignee 20 per cent on freight charges, account of 
his failure to make the proper notation in bill of lading, and 
we are unable to satisfy ourselves as to the penalty being justly 
due, the carriers, inasmuch as the shipper used fiber boxes, 
complying with specifications as required. 

Answer: With respect to this question, see the Commis- 
sion’s report in Good-Hopkins Lumber Co. vs. Great Northern 
Ry. Co., 51 I. C. C. 99, in which the Commission held that the 
law imposes upon shippers the duty of ascertaining the ratcs 
and conditions under which they ship, and non-compliance by 
a shipper with tariff rules affords no basis for a finding that 
the rate legally applicable is unreasonable or unjustly dis- 
criminatory, and that, therefore, the charges assessed in ac- 
cordance with the provisions of the published tariffs had not 
been shown to have been unreasonable or unjustly discrimi- 
natory. See also Muse Brothers Co. vs. C. R. I. & P., 20 1.C. C., 
235, and United Verde Extension Mining Co. vs. Director-Gen- 
eral, 57 I. C. C. 483. 

Whether, in view of the fact that the provisions of para- 
graph C, of section 8, of Rule 41, stating that notation of com- 
pliance with the specifications and requirements of the rule must 
be made on the bill of lading is a condition precedent to the 
application of the basis for rates accorded under Rule 41 has 
not, so far as we have been able to determine, been before 
the Commission for a ruling thereon. 

Where the package does not conform with the specifications 
of the rule, under the provisions of section 1 of the rule, the 
penalty is applicable, but the connection between section 1 
of the rule and paragraph C of section 8 thereof is not such 
as to make it certain that the penalty may be imposed in the 
event that the bill of lading does not carry the potation pro- 
vided for in paragraph C of section 8 of the rule. 


Limitations—Recovery by Carrier of Amounts Due Under Equal- 
ization Provision of Mileage Tariff 

Tennessee.—Question: Assuming the legality of tariff pro- 
viding for the equalization of mileage on tank cars of private 
ownership (Freight Tariff No. 7-D, B. F. Jones, agent, item 90, 
Rule 11, sec. 2, page 17), will you kindly give me your opinion 
as to when the three years’ statute of limitations would begin 
to run upon unpaid claims for empty mileage not equalized dur- 
ing the six months subsequent to its accrual?- Can the cause 
of action be said to accrue at the end of the empty mileage 
period? It would seem to me that the cause of action accrues 
at the end of the sixth months’ period of loaded mileage, as not 
until then can the amount due be ascertained. I would be glad 
to have your views. Please cite cases. 


Answer: Under the provisions of paragraph 3 of section 
16 of the act an action at law by a carrier for the recovery of 
its charges, or any part thereof, accrues upon delivery or tender 
of delivery of a shipment by the carrier. 


However, inasmuch.as, under the basis for equalizing empty 
and loaded mileage provided for in Rule 11 of Agent B. T. Jones’ 
Tariff No. 7-D, the amount due the carrier, if any, is not deter- 
minable until six months after the movement of the shipments, 
it seems clear that the framers of the provisions of paragraph 
3 of section 16 of the act did not have in mind settlements for 


the equalization of empty and loaded mileage when enacting 
this statute of limitations. 


It seems apparent, therefore, that the provisions of para- 
graph 3 of section 16 of the act cannot be applied to such 


settlements and that the limitation periods of the several states 
must govern. 


As to the determination of when a cause of action accrues, 
the general rule is that a cause of action arises the moment 
an action may be maintained to enforce the legal right, so that 
the statute of limitations then begins to run. Larue vs. C. G. 
Kershaw Contracting Co., 59 Sou. 155 (Ala.); Central Fruit Co. 
vs. Meridian Light & Ry. Co., 63 Sou. 575 (Miss.); Taylor vs. 
Salt Creek Consol Oil Co., 285 Fed. 532. 


Liability of Carrier for Death of Horses Due to Eating Oats 
Which Had Been Transported in Car Which Previously Had 
Been Loaded with Arsenic 
Illinois.—Question: Shipper A requested carrier B to ful- 

nish ten empty cars suitable for loading grain and grain prod- 

ucts. The cars were furnished, properly inspected, and delivered 
to shipper A by switching line C. Shipper A loaded one of 

the ten empty cars with oats consigned to a point on line D, 

at which point it was reconsigned to a point on line E. The 
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lading was protected by the shipper’s seals from shipping point 
to final destination. 

The oats were received by the final consignee, F, and placed 
in bins with other oats and fed to horses, which shortly there- 
after died, and investigation developed that the car in which 
the oats were transported had been previously loaded with 
arsenic, the substance of which would not have been detected 
in the ordinary inspection. 

The car in question was loaded with arsenic at a point on 
line G to a point on line H, and as it belonged to line B, it 
was delivered to that line when made empty and line B in- 
cluded the car with the ten empties delivered to shipper A. 

Claim has been filed for $11,000 against line B, who issued 
the bill of lading. Who is liable? 

Answer: In our opinion carrier B is liable to the shipper 
for the value of the horses which died from eating the oats 
which were loaded in the car which contained the arsenic, the 
death of the horses being the proximate result of the carrier 
furnishing a car which was unfit for the loading of oats therein. 

Carrier B may, however, we believe, in turn recover the 
amount from the lines over which its car moved when loaded 
with the arsenic, in the event that it was not advised by those 
lines of the lading which it had contained before its delivery 
to it, the owning line, if the ordinary and proper inspection 
which carrier B should have and probably did make would or 
did not disclose the fact that arsenic had been loaded therein 
while the car was in the possession of those lines. 

Payment of Charges—Extension of Credit by Express Company 

Connecticut.—Question: Under Ex Parte No. 73, 57 I. C. C. 
591, carriers by rail were instructed as to payment of freight 
charges, the number of hours’ credit that could be allowed, etc. 
This, I.would understand, does not apply to the American Rail- 
way Express Company. Will you kindly advise if at any time 
the Commission has ruled that credit could be or should be 
allowed by the American Railway Express Company on charges 
covering shipments handled by them? 

Answer: While the express company was represented at 
the hearing in Ex Parte Docket No. 73, we do not understand 
-that the order therein is applicable to that carrier. We are ad- 
vised that the express company has no uniform rules respecting 
the extension of credit. 

Cars—Size Ordered by Shipper Not Furnished by Carrier 

Washington.—Question: On several occasions we have or- 
dered certain sized cars for loading lumber or poles, and the 
railroad company has placed larger cars than ordered. The 
shipper was therefore unable to load cars to full visible capacity 
and was charged on the basis of the minimum weight of car 
furnished. 

I shall appreciate your advising me if there is any ruling 
or decision handed down by the Interstate Commerce Com- 
mission protecting the shipper on actual weight, as in ninety- 
nine cases out of a hundred the shipper orders cars that he is 
able to load to the full visible capacity and would only be as- 
sessed the actual weight of shipment. 


Answer: The Commission, in Tull & Gibbs vs. N. & W. 
Ry. Co., 55 I. C. C. 17, held that where there is a uniform mini- 
mum for cars of all lengths, the carrier is not required to fur- 
nish a car of any specified length, but is under the duty of 
establishing a minimum weight that can be reasonably loaded 
into a car of the size furnished. 


See also Cutler-Magner Co. vs. M. St. P. & S. S. M. Ry. 
Co., 47 I. C. C. 249, in which the Commission found that the 
failure of the defendants to provide a tariff rule to the effect 
that when a car of the capacity or dimensions ordered by a 
shipper, provided for in the tariff, cannot be furnished within 
a reasonable time and for its own convenience a larger car is 
furnished, such larger car shall be used upon the basis of the 
minimum weight applicable to the car ordered, but in no case 
upon the basis of less than actual weight, provided the ship- 
ment could have been loaded upon or in a car of the size ordered 


was, is, and for the future will be unreasonable and awarded 
reparation. 


Long-and-Short-Haul Violation—What Constitutes 
As bearing on the question of “Pennsylvania,” on page 628 
of the September 20, 1924, Traffic World, under the above cap- 


tion, see the Commission’s opinion in Diamond Match Co. vs. 
Director-General, 92 I. C. C. 68. 


Deviation—Liability of Carrier 

INinois.—Question: During 1922, when certain lines were 
congested, carrier A received a carload of sugar, order notify, 
for movement to an eastern point, but being unable to handle 
it promptly delivered it to line B to move part of the way 
and deliver back to line A at an intersection. Line B took the 
car all the way to destination and notified the consignee and 
the shipment not being removed it was placed in public storage 
November 6, 1922. The shippers (order party) were notified in 
writing January 17, 1923, who allowed the sugar to remain in 
storage until April 29 before final removal. 

Claim has been presented for an amount of $390.75, covering 
storage, cartage, labor, and drop in market against carrier A. 
Carrier B is willing to assume liability for storage and cartage 
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November 6 to January 17, or a reasonable time thereafter, and 
50 per cent of the drop in market. Can they be held for any- 
thing in excess of this amount? Can the claimants recover the 
full amount of their claim from the bill of lading carrier? 

Answer: If a carrier in transporting goods unnecessarily 
deviates from the usual and ordinary route.contemplated in the 
undertaking he will be liable for any loss occurring during such 
deviation, although such loss is within the recognized excep- 
tions to the carriers’ liability. And a carrier is equally liable 
where, having expressly contracted for a particular route, mode 
or manner of transportation, or having received from the ship- 
per express directions in regard to such matters, it transports 
goods otherwise than as stipulated or directed, and they are lo‘t 
or damaged. Indeed, it has been said that, in departing from 
the established route, or from that fixed by contract, the carrie 
is guilty of misfeasance and is liable for the value of the goods 
on the theory of conversion, although there is authority to the 
contrary. 

Consent of the owner will excuse a deviation. And it may 
become necessary for the carrier, by reason of some emergency 
not contemplated at the time of shipment, to change the route 
or the method of transportation, and if so it will not be liable 
for subsequent loss or injury for which it is in general not 
responsible by law or contract. But if it is practicable in such 
case, without risk to the goods, to notify the shipper, the car- 
rier should do so rather than depart from the terms of the 
contract, and await further directions, and this is so even though 
there is a stipulation in the contract of shipment that every 
carrier, in case of necessity, may forward the goods by any 
railroad between the place of shipment and the place of des- 
tination. When the shipper is so notified and he refuses to 
give further shipping instructions, the carrier may then return 
the shipment to him at his expense, and, thus being wholly 
without fault, it avoids all liability to him. See Empire State 
Cattle Co. vs. A. T. & S. F., 210 U. S. 1. 

Assuming that the carrier’s deviation from the routing speci- 
fied by the shipper justified the refusal of the shipment by the 
order-notify party, the initial carrier is liable for such damages 
as resulted from the deviation of the shipment, without advice 
to the shipper, unless the circumstances and conditions under 
which the shipment was moving excused the giving of such 
notice to the shipper and deviation of the shipment. 

Under the provisions of the storage tariff the carrier may 
not assess storage for the time elapsing between the date that 
notice should have been given and the date notice was actually 
given to the consignor that the shipment was refused or un- 
claimed. See Rule 2-B and section C-4 of Rule 7 of the Uniform 
Storage Tariff, Agent B. T. Jones’ I. C. C. No. 1491. 

Furthermore, after advice from the carrier it was the duty 
of the consignor to arrange for the disposal of the shipment, ‘f 
same was requested by the carrier, although it has been held 
that a carrier may not hold goods in storage and assess charg 
thereon after the time when, under the law, it could sell then: 
for its charges. See Davis vs. Adams, 293 Fed. 890. 

The carrier’s liability, therefore, is dependent upon whether 
or not it has a lawful excuse for the deviation of the shipment, 
while the amount of its liability, both*as to storage charges 
and damages resulting from the deviation of the shipment, if 
such injury as resulted was the result thereof, is dependent 
upon what measures were taken by the carrier to secure dis- 
position of the shipment or to dispose of same in accordance 
with its rights under the law. 


Freight Charges—Liability for 

Louisiana.—Question: A legal department of an association, 
in an opinion just handed down, holds that the decision of the 
Supreme Court, in the case of the Louisville & Nashville Rai!- 
road Company vs. the Central Iron & Coal Company, “Seem 1) 
overrule some of the previous decisions of the lower courts 
and makes a very fair rule to apply in cases of this kind. It 
places the liability for the payment of freight charges on the 
person who, by the terms or understanding of the transaction, 
obligates himself to pay such charges. So, if the facts of 1 
given case place the liability on the consignee and that con- 
signee should become insolvent, the carrier cannot then, as an 
alternative, have recourse against the consignor.” Kindly lei 
us have your opinion. 

Answer: See, in this connection, our answers to ‘“Massa- 
chusetts” on page 1538, June 14, 1924, “New York,” page 1540, 
June 14, 1924, and “Arkansas,” on page 364, August 16, 1924, 
Traffic World, under the above caption. 

This decision contains quite a complete statement of the 
law relating to the liability for freight charges, but, as stated 
in our answer to “Arkansas” on page 36 of the August 16, 1924, 
Traffic World, it does not go, so far as the question directly 
in issue is concerned, beyond the question of the liability of 
a party delivering goods to a carrier, which party is not shown 
in the bill of lading as the consignor of the goods, nor the party 
on whose behalf the shipment is being made. 


Carrier Liable for Injury to Shipment Where Its Negligence 
. Causes or Contributes to the Injury 
Ohio.—Question: We shipped from “A” to “B” over rail- 
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roads “X” and “Z” one road roller, weight 24,000 pounds S. U. 

This roller arrived at destination with one casting broken 

(weight of casting 420 pounds) and roller had shifted from its 

blocks, which was evidence of rough handling in transit. The 

railroad company has declined to pay claim for the reason that 
the broken casting had a flaw in it. 

.It is our contention that, since this roller was erected for 
us d put through a severe test which would include all the 
operation which such machine would ordinarily be required to 
perform and run on car under its own power without showing 
any signs of weakness or imperfection, the railroad is liable 
for such damage. 

Neither the originating carrier or ourselves has been able 
to get the consignee to go on record as to what extent the flav 
in the casting contributed to the breakage. 

If you can cite us a case in point, would thank you. 

Answer: Whether the carrier’s negligence in the trans- 
portation of the shipment or an imperfection in the casting 
which was found to be broken when the shipment arrived at 
its destination was the cause of the injury is purely a question 
of fact. If the carrier’s rough handling of the shipment caused 
the injury to the roller, the carrier may be required to pay for 
the damage. On the other hand, if a flaw in the casting was 
the cause of the injury, the carrier cannot be held liable in 
damages, for a carrier is not liable where the injury to goods 
is due to their inherent nature and qualities, or .to defects 
therein, provided, however, that its own negligence did not occa- 
sion or contribute to the injury. The Howard vs. Wissman, 18 
How. 231, 15 L. ed.. 263; American Express Co. vs. Smith, 33 
Oh. St. 511, 31 Am. R. 561; State vs. Taylor (Mo.), 251 S. W. 
383; Hall vs. Line Co. (Ky.), 237 S. W. 405. 

From your statements it seems apparent that the carrier’s 
negligence in the transportation of the shipment either occa- 
sioned or contributed to the injury. 

Demurrage—Basis for Computing Time on Car Held for Pay- 
ment of Freight Charges Which Is to Be Delivered on Other- 
Than-Public-Delivery Track 
Michigan.—Question: Shall inbound carload freight held 

subject to section B-1 of Rule 3 and note thereto of the demur- 

rage code be relieved of such method of computing time the 
first 7 a. m. after payment of freight charges or surrender of 
bill of lading when intended for other-than-public track deilvery 
if placement had not been effected prior to such 7 a. m. and 
become subject to the terms of section D of Rule 3 at this 

time, meaning that if delivery is made after this following 7 

a. m. of release, the car is exempt from demurrage charges for 

a full day if consignee’s tracks would permit delivery as deter- 

mined by his 7 a. m. situation? However, in the event delivery 

was effected prior to the following 7 a. m. of release, deduction 
of railroad detention between time of release and placement 
only would be due consignee. 


It is my opinion that releasing the car is one disposition 
and delivery is another (see item 1-B). Will you kindly advise 
if I have the correct understanding relative to the above? 


Answer: In our opinion, under the note carried in connec- 
tion with section B-1 of Rule 3 of the Demurrage Tariff, the 
time between the payment of the charges and the placement 
of the car, either actual or constructive, is to be deducted from 
the total time of detention, which time is to be computed from 
the first 7 a. m. after which notice of arrival is sent or given 
to the consignee or party entitled to receive same until the 
release of the car by the unloading thereof. In other words, 
the payment of the charges, accompanied, where necessary by 
reason of the consignee having more than one place of delivery, 
by an order for delivery, is to be considered in the nature of 
an order for delivery. 


Freight Charges—Liability of Consignee 


New York.—Question: We note your answer to “Massachu- 
setts,” on page 249 of the August 2 issue of The Traffic World, 
regarding the liability of a consignee for freight charges. We 
are not in accord with your reply wherein you state that the 
consignee is liable, due to his acceptance of the goods. In our 
opinion it is entirely up to the originating carrier to collect the 
freight charges on this particular shipment from the consignor. 
These shipments were apparently sold f. o. b. destination for 
a certain price, the freight charges being included in this price. 
The originating carrier extended credit to the consignor. The 
presumption is that this was extended after the carrier fully 
investigated the consignor’s financial standing through the vari- 
ous available agencies, the goods being shipped on an order 
bill of lading, with notation on same that the freight charges 
were prepaid, the order bills of lading being sent to the con- 
signee with the draft attached and he paying the full amount 
of the draft in good faith, why should he be obligated to pay 
freight charges a second time? (As stated above, the freight 
charges being included in the sale of the goods.) 

If he did not pay the freight charges to the delivering car- 
rier he could not obtain possession of the goods. If by accept- 
ing these goods he become liable for the charges, we would 
like to know what he could do in a case of this kind? Refuse 
to pay the charges and have demurrage charges accrue on the 
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cars and perhaps be placed in storage and lose the sale of the 
two cars until the case was decided in court as to who was 
liable and perhaps have to sell same at a lower price than the 
prevailing price at the time of arrival of the goods? The Nature 
of the commodity shipped in this instance makes it imperative 
that the consignee accept his goods in order to dispose of same 
before a drop in the market price. The consignee has no other 
means of knowing whether the charges are prepaid or collect 
other than the bill of lading, which was signed by the originat. 
ing carrier, and we believe the court would so hold, especially 
on order shipments where the buyer has paid the full amount 


of the draft in good faith and has no recourse on the shipper for 
the freight charges. 


We should like to have your opinion as to who would be 
liable for the demurrage, storage, and other charges, and a 
drop in the market price on the commodity (if any) if the con- 
signee refused this shipment until the case was decided in 
court. If decided in favor of the consignee, i. e. the consignee 
is not liable for the freight charges on this particular shipmeni, 


The rule on shipments where there is a dispute regarding 
the tariff rate, is for the consignee to pay the charges, accept 
the freight, and file a claim for the alleged overcharge. In 
this instance by accepting the freight the consignee makes him- 
self liable for the charges due to the originating carrier issuing 
the negotiable document. If the originating carrier saw fit to 
issue credit to the shipper it is up to him to collect from the 
shipper in our opinion, because if the shipper was not entitled 
to credit he would have had to pay cash if he desired to prepay 
the freight, or he would have to send same collect, which 
would enable the buyer to deduct the amount of the freight 
charges from the amount of the draft before paying same. 


We cannot understand why the carriers should issue credit 
and expect the consignee to protect his creditors in event of 
them becoming insolvent. The main issue in this case, as we see 
it, is what responsibility does the, originating carrier assume 
by extending credit to a shipper and issuing a prepaid bill of 
lading on the strength of this credit. If they do not assume 
any responsibility what is to prevent the carriers from issuing 
credit to any shipper regardless of their financial condition 
having in mind that if the shipper does not pay the freight 
they can stop the shipment before it is delivered to the con- 
signee, and that they can demand payment from him regardless 
of the fact that the shipper bought the. goods f. o. b. destinatioa 
with the freight charges included in the sale price. It seems to 
us that the buyer is taking a gamble on buying goods under 
these terms of sale. It is a case of heads the originating 
carrier wins if the shipper prepays the frefght charges, and 
tails the consignee loses if the shipper does not pay the freight 


charges, and the shipment can be stopped before delivery to 
the consignee. 


Answer: After further consideration of the subject we are 
of the opinion that you are correct in your view that the con- 
signee (order notify party) under the circumstances of this 
case should not have been required to pay the freight charges 
on the shipment. He could, however, have stood on his rights 
and have refused to pay the charges, holding the carrier liable 
for such damages as resulted from the carrier’s refuSal to de- 


liver the shipment without payment of the charges by the con- 
signee. 


Nevertheless, it is possible that the courts would take the 
view that, by reason of the necessity of the case, the payment 
of the charges, which the carrier had no right to demand, re- 
sulting in the payment thereof under compulsion, the amount 
of which may be recovered back. See Jones Co. vs. R. Co., 213 Ill. 
A. 283; Lafayette, etc., R. Co. vs. Pattison, 41 Ind. 312; Me- 
Gregor vs. Erie R. Co., 35 N. J. L. 89; Harmony vs. Bingham, 
12 N. Y. 99, 62 Am. D. 142; R. Co. vs. Fields (Ark.), 204 S. W. 
1086; R. Co. vs. State (Fla.), 82 Sou. 136; Merrick Co. vs. R. 
Co. (N. D.), 160 N. W. 140; R. Co. vs. Gist (Okla.) 190 Pac. 
878; Coonstruction Co. vs. R. Co. (Tenn.), 210 S. W. 633. 


Liability of Carrier for Damage Resulting from Loss of Recon- 
signing Privilege Due to Delivery of Shipper’s Order Ship- 
ment Without Requiring Surrender of Bill of Lading Even 
Though Carrier Protected by Bond of Notify Party 
Virginia. —Question: Your reply to “Michigan,” page 322, 

issue of August 9th. Although Michigan did not state that cars 

were loaded with hay and grain, I assume such was the case, as | 
understand some carriers have accepted in the southeast, indem- 
nity bonds from consignees for the purpose of placing cars of hay 
and grain (usually billed “Allow Inspection’’), at consignee’s ware- 
house on arrival, for inspection only, instead of at regular inspec- 
tion platform. The bonds I have in mind specify “Cars are to be 
placed for inspection only, and are not to be unloaded until the 
original order notify bill of lading is surrendered.” Would 
not this come under rule 17, covering inspection of hay and 
grain, inasmuch as cars would have to be placed at an inspec- 

tion platform, in any-event? I do not understand that Rule 12 

would cover, as Rule 12 refers to “Cars placed for unloading.” 
Would not cars of hay and grain placed for inspection and 

rejected by consignee and recognized outside switching limits 
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BRANCH HOUSE SERVICE 


—At a Fraction of Private Branch House Cost. 


Warehouse 


We are always prepared to adapt our storage space to meet 
your requirements and shall be pleased to give you quotations 
on PACKAGE STORAGE per month or on AREA LEASES 
per month or year. 


Private Sales Office for Your Representative 


Your sales department, like many others, may be arranging 
for district sales offices. Knowing the advantage any manu- 
facturer gains by giving such a service, we have foreseen. the 
practicability of offering newly equipped offices in our build- 
ings for representatives of firms whose products are distributed 
through our warehouses. 


The private sales service offices in Cotter Warehouse Buildings 
are easily accessible; cheerful, bright and airy; well equipped 
and are, in fact, all that your district salesmen could wish 
for and the price is reasonable. 


Telephone Service 


Telephone service is furnished in connection with our private 
sales office service. This includes the taking of all messages when 
your salesman is out of the office and does away with the 
— of having an additional employe to answer incoming 
cal 


Co-operative Sales Service 


Your accredited jobbers and dealers can place their orders with 
us without losing time waiting for your salesman to return 
from a trip or in writing to you direct. If a new customer 
desires immediate delivery of your product, we make the delivery 
for you as a part of our co-operative sales service. 


Delivery Service 


This branch house service is further facilitated through store 
door delivery by our large fleets of trucks. All our ware- 
houses are located at recognized railroad centers where spe- 
cialized distribution through the Central States is practical. 


Special information on our Branch House Service and how you 
can profitably adopt it will be gladly furnished. Direct your 
inquiry to our executive offices. 


Your Sales Manager also reads Cotterage Ads 
in Sales Management. 
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be governed by Rule 2, irrespective of where the inspection 
took place? 


Answer: Rules 19 to 24, inclusive, of B. & O. R. R. Co. 
I. C. C. No. 19948 govern the reconsignment of grain and hay 
held for inspection. Under the application of Rule 19 the in- 


spection is to take place on hold tracks of the carrier. This 
rule reads as follows: 


Rule 19. Cars Placed On Hold Tracks.—Subject to the owe 
conditions—Grain, seeds (grass or field), hay or straw, carloads, wi 
be placed on hold tracks of these carriers, and notice of the location 
of the hold track On which the cars are placed, sent to consignee, 
or posted on the bulletin board where such practice is in vogue, for 
the purpose of inspection (see Note 1), and held on such tracks or 
other tracks for disposition orders at either the billed destination or a 
point directly intermediate thereto. Upon cars so placed and held the 
following charges will apply: 

(a) Grain and Seeds—When disposition order is received 
the expiration of the free time provided for in the National 
murrage Rules and Charges as published in I. C. C. 
by B. T. Jones, Agent (B. & O. 


rior to 
ar De- 
No. 1466, issued 
R. R. Agency Freight Tariff No. 2463) 
(V. R. R. Agency Freight Tariff No. 1376), supplements thereto or 
reissues thereof, no charge. When disposition order is given after 
the expiration of the free time here prescribed, $2.70 per car. 

Note 1—The inspection as referred to is: 

(a) On grain and seeds, that made under National State or Board 
of Trade requirements by competent and impartial authority inde- 
pendent of both vendor and vendee. 


(b) On hay and straw, such as may be necessary or desired. 


Rule 12 of the Reconsigning Tariff is applicable, except as 
otherwise provided, where cars have been placed for unloading 
and are subsequently reforwarded without unloading. Under th2 
provisions thereof the combination over the reconsigning point 
and not the through rate is applicable. 


If cars are placed for inspection only and not for unloading 
the provisions of Rule 12 are probably not applicable although, 
inasmuch as the possibility of unloading, in addition to inspection 


is present, it might be held that this rule is also applicable 
in such Cases. 


Rule 2 does not enter into the question as it is merely a 
general rule stating the general basis for charges. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended September 20 exceeded 24,000 cars, according to the 
weekly report of the Bureau of Agricultural Economics of the 
Department of Agriculture. The totals from the weekly sum- 
mary of carlot shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. Aste- 
risks (*) placed at commodity totals indicate that such changes have 
been made for one or more of the states in that group. 











Total Total 
this last 
Sept. Sept. Sept Sea- Sea- Total 
14-20, 7-13, 16-22 son to son to last 
1924 1924 1923 Sept. 20 Sept.22 Season 
Apples (Western States)— 
eae ‘ 767 1,382 4,411 5,692 63,034 
Apples (Eastern States)— 
Pee eee 2,044 1,325 3,128 *7,621 11,543 *75,049 
Cauliflower— 
eee 28 24 23 *151 84 4,239 
Cabbage— 
eee 969 *788 880 *21,171 17,475 *37,243 
Cantaloupes— 
539 *3808 671 *27,821 24,756 25,923 
Honeydews 
SEE. sc seciewwe 205 200 *1,803 
Celery 
eee 203 *141 135 *8,299 7,436 16,863 
Cucumbers— 
ee «ascueenaa 71 *107 49 *6,965 5,537 5,692 
Grapes— 
| er 6,590 *5,463 6,492 *24,384 22,890 65,336 
Lemons— 
eee 164 191 140 472 401 *12,000 
Lettuce— 
NE “Ladendeen 447 *430 329 *27,096 25,001 *27,798 
Mixed Deciduous Fruits— 
. ae 143 197 234 *5,001 8,245 9,075 
Mixed Vegetables— 
Me. coteuaces *615 547 *22,176 *18,702 23,913 
Onions— . 
Re ese 1,214 *683 994 *11,985 10,739 29,520 
Oranges— 
re 535 578 706 *74,266 *68,605 *71,507 
Peaches— 
PL. ei<tnsees 571 8 *1,417 1,786 34,272 31,461 33,525 
Pears— 
GO steccewus 1,229 *1,185 1,277 *10,472 13,427 18,472 
Plums and Prunes— 
. aren *309 872 *3,148 6,080 6,788 
Sweet Potatoes— 
_ Beer 717 *699 860 *3,076 4,119 13,952 
Tomatoes— 
NE. Gviesekes 874 *908 1,152 *20,769 20,151 24,112 
Watermelons— 
a 374 *544 172 ~ *43,544 32,749 33,029 
Summary Potatoes— 
Leading Sec- 
tions, late crop4,527 3,367 6,296 15,536 26,502 193,071 
Other Sections, 
late crop ... 1,555 440 14,748 11,763 15,117 
Early Crop ... 88 191 49,653 33,295 33,391 
WE. wcccucwed 5,455 5,113 6,743 *79,937 71,560 *241,579 
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Personal Notes 


W. S. McPherson has been appointed general agent of the 
American-Hawaiian Steamship Company, for the Atlantic Coast, 
at New York. He was formerly agent at Los Angeles. 

W. N. Dawn has been made traveling freight agent of the 
Norfolk and Western, at Little Rock, Ark. 


Edward L. Parr has been appointed general agent of the 
Erie, at Memphis, Tenn. 

W. A. Enmeier has been made commercial agent of the 
Okmulgee Northern, at Okmulgee, Okla. J. W. Hibarger has 
been appointed general agent, at Louisville, Ky. 

F. M. Kellogg has been elected vice-president, in charge of 
import traffic, of the Munson §. S. Line. C. B. Kellogg has been 
elected vice-president, in charge of export traffic. E. K. Morse 
has been made freight traffic manager, R. M. Greene, assistant 
freight traffic manager, and W. W. Coyle, assistant passenger 
traffic manager. 

The headquarters of E. F. Feeny, division freight agent, 
of the Rock Island, have been transferred from Alexandria, La., 
to El Dorado, Ark. 

G. D. Jackson has been appointed commercial agent of the 
Louisiana & Arkansas and the Mississippi Central, at Detroit. 

J. S. Kellie, commercial agent of the Louisiana & Arkansas 
and the Mississippi Central, died at Detroit, September 1. 

J. W. Hibarger has been made general agent of the Kansas 
City, Kaw Valley and Western and of the Clinton and Okla- 
homa Western, at Louisville, Ky. 

Apointments have been made to the directorate of the Ca- 
nadian National Railways, bringing the total up to 13 directors. 
The new ones are: Edward Brown of Winnipeg, Man.; Robert 
H. McKay of New Glasgow, N. S.; J. Stewart Rayside of Mon- 
treal, P. Q.; Mathew Lodge of Moncton, N. B.; and James Gill 
Gardner of Brockville, Ont. The appointments from Winnipeg 
and the Maritime provinces will fill vacancies created by the 
resignation or death of other directors, but those from Ontario 
and Quebec will increase the membership of the board. It is 
expected there will be two more from these provinces. The 
policy of the government is to create a central board which Sir 


Henry Thornton, the president, may consult at a few hours’ 
notice. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Evansville held its first dinner 
and meeting of the fall season September 17. 





The Traffic Club of New York held a golf outing at the Rich- 
mond County Country Club, Staten Island, N. Y., September 25. 
The club will hold its regular meeting September 30, and the 


election of the nominating committee will take place at that 
time. 





The Pacific Traffic Association held a meeting September 16. 
It was decided to send four delegates to the national meeting of 
the Associated Traffic Clubs of America at Atlanta, Ga. 





The Transportation Club of St. Paul held the first of its 
weekly luncheon meetings of the fall season in the Windsor room 
of the St. Paul Hotel, September 23. 





The Oil City-Franklin Traffic Club resumed regular meet- 
ings September 18, following suspension during the summer 
months. The club will hold its third annual dinner December 4. 





The Traffic Study Club of Akron met September 22 and 
elected the following officers: President, W. R. Garrison of the 
Cotter Warehouse Company; vice-president, P. G. Whitmore of 
the Mohawk Rubber Company; secretary-treasurer, E. H. Rus- 
sel of the Miller Rubber Company. Directors elected are E. J. 


Stubbs, H. L. Sovacool, Clayton Yerrick, J. B. Drake and U. E. 
Kuntz. 





The Bridgeport Traffic Association will hold its annual meet- 
ing October 20. The nominating committee has submitted the 
following ticket: President, C. E. Rogers; vice-president, E. J. 
Davis; secretary, Alpheus Winter; treasurer, S. E. Sanford. For 
directors: G. E. Rowland, Jr., H. J. Benzie, F. E. Boynton, R. L. 
Jamieson, C. E. Monaghan. 





The York (Pa.) Traffic Club will resume meetings October 
2. The subject of discussion for this first meeting of the fall 
season will be the investigation instituted by the Commission 
of the class rates in Trunk Line, C. F. A., and New England 
territory. The board of governors has appointed J. S. Strayer, 
treasurer, to fill the vacancy left by the death of J. W. Duke. 
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Digest of New Complaints 


No. 16161, Sub. No. 1. Lone Star Gas Co., Dallas, Tex., vs. Santa Fe 
et al. 

Unjust and unreasonable rates on gas compressors, boilers and 
fuel economizers from Painted Post, N. Y., Covington, Ky., and 
Readville, Mass., to Gordon and Joshua, Tex. Asks cease and 
desist order, just and reasonable rates and reparation. 

No, 16169, Sub. No. 1. The Paterson Parchment Paper Co., Passaic, 
N. J., vs. Erie et al. 

Unjust and unreasonable rates in violation of Section 6 on 
vegetable parchment wrapping paper and wrappers from Dundee, 
N. J., to various points in the United States. Asks reparation. 

No. 16187, Sub. No. 1. National Candy Co., Inc., St. Louis, vs. B. & O. 

Illegal rates on sugar from Philadelphia to St. Louis. Asks 
reparation. 

No. 16187, Sub. No. 2. Missouri Candy Co., St. Louis, vs. Pennsylvania. 

_Illegal rates on sugar from New York to St. Louis. Asks repara- 


tion. 
No. 16191. Vicksburg, Shreveport & Pacific Ry. Co., New Orleans, vs. 
Cc RL& PF. € al. 

Unjust, unreasonable, inadequate and inequitable divisions of 
rates on crude and refined petroleum oil from the El Dorado, 
Ark., district to North Baton Rouge, Baton Rouge,. New Or- 
leans, and all intermediate points on the Y. & M. V. Asks for 
divisions which shall not be less than one-third of the through 
rates on retroactive application thereof. ‘ 

ant y- ~ rears Sanitary Mfg. Co. et al., Abingdon, IIl., vs. Santa 

e et al. 

Unjust, unreasonable, discriminatory and prejudicial rates and 
charges on clay from McKenzie, Tenn., to Abingdon and Macomb, 
Ill. Asks cease and desist order, just and reasonable rates and 
reparation. 

No. 16193. E. I. Du Pont De Nemours & Co., Wilmington, Del., vs. 
West Jersey & Seashore et al. 

Unjust, unreasonable, discriminatory and prejudical rates on 
earload and less-than-carload shipments of high explosives from 
Gibbstown, N. J., to points in Virginia and West Virginia. Asks 
cease and desist order, just and reasonable rates and reparation. 

No. 16194. Cairo Association of Commerce, Cairo, Ill., vs. Birmingham 
& Northwestern et al. 

Unjust, unreasonable, preferential and discriminatory rules, 
regulations and classification requirements governing the trans- 
portation of stoves and ranges under the Southern classification 
because of requirement that stoves and ranges be crated. Asks 
cease and desist order, and just and reasonable classification 
ratings and packing requirements between points in Tennessee 
(intrastate) and between points in Tennessee and Kentucky and 
points in Illinois (interstate). 

No, 16195. Chamber of Commerce, Breckenridge, Tex., et al. 
Wichita Falls, Ranger & Fort Worth et al. 

Alleges that the Wichita Falls & Southern and the Wichita Falls, 
Ranger & Ft. Worth are joint users of the facilities of the Wichita 
Falls, Ranger & Ft. Worth and have no physical connection with 
the Cisco & Northeastern, one of the most important lines serving 
the City of Breckenridge, Tex., which results in great incon- 
venience and expense to shippers who desire to interchange traffic. 
causing very excessive drayage charges and circuitous routing of 
freight. Ask that defendants be required to construct, maintain 
and operate a physical or interchange track connection between 
their respective lines for free interchange of business. 

No. 16196. A. Levy & J. Zentner Co., San Francisco, Cal., vs. Santa Fe. 

Unjust and unreasonable rates in violation of Section 6 on 
grapefruit from Phoenix, Ariz., to San Francisco, Cal. Asks 
cease and desist order and reparation. 

No. 16196, Sub. No. 1. Same vs. Southern Pacific et al. 

Same complaint and prayer. 

No. 16197. Atlas Portland Cement Co., New York City, vs. Northamp- 
ton & Bath et al. 

Unjust and unreasonable rates in violation of the long-and- 
short-haul clause on Port!and cement from Navarro, Pa., to Dun- 
raven, N. Y. Asks reparation. 

No. 16198. W. D. Juday, Rhinelander, Wis. vs. C. M. & St. P. et al. 

Illegal rates in violation of Section 6 on potatoes from McKay’s 
Spur, Wis., to Mattituck, L. I. Asks reparation. 

No. 16198, Sub. No. 1. Same vs. M. St. P. & S. Sts. M. et al. 

Same complain and prayer with respect to shipment of potatoes 
from Roosevelt and Starks, Wis., to Mattituck, L. I. 

No. 16198, Sub. No. 2. Same vs. M. St. P. & S. Ste. M. et al. 

Same complaint and prayer with respect to shipment of potatoes 
from Rhinelander, Wis., to Mattituck, L. I. 

No. 16198, Sub. No. 3. W. D. Juday, Rhinelander, Wis., vs. Minneapo- 
lis, St. Paul & Sault Ste. Marie et al. 

Illegal charges in violation of Section 6 on sixteen carloads of 
notatoes from Rhinelander. Waadboro and Starks. Wis.. to Mat- 
tituck, L. I. Asks reparation. 

No. 16198, Sub. No. 4. Same vs. C. & N. W. et al. 

Same complaint and prayer with respect to shipment of potatoes 
from Pelican, Wis., to Mattituck, L. I. 

No. 16198, Sub. No. 5. Same vs. C. M. & St. P. et al. 

Same complaint and prayer with respect to shipments of potatoes 
from Harshaw and McKay’s Spur, Wis., to Mattituck, L. I. 

No. 16198, Sup. No. 6. Same vs. Minneapolis, St. Paul & Sault Ste. 
Marie et al. 

Same complaint and prayer with respect to shipments of potatoes 

from Starks, Wis., to Mattituck, L. I. 
No. 16198, Sub. No. 7. Same vs. Same et al. 

Same complaint and prayer with respect to shipments of potatoes 

from Rhinelander, Starks and Woodboro, Wis., to Mattituck, L. I. 
No. 16198, Sub. No. 8 Same vs. C. & N. W. et al. 

Same complaint and prayer with respect to shipments of potatoes 

from Pelican, Woodruff and Three Lakes, Wis., to Mattituck, L. I. 
No. 16198, Sub. No. 9. Same vs. Same et al. 

Same complaint and prayer with respect to shipments of potatoes 

from Three Lakes. Wis., to Mattituck, L. L 
No. 16199. Kansas City Power & Light Co., Kansas City, Mo., vs. 
RockIsland, et al. : 

Unjust, unreasonable, preferential and prejudicial rates on slack 
coal from Hughes, Pittsburg, North McAlester and Savanna, 
Okla., to Kansas City, Mo., and rebilled to Carrollton, Mo. Asks 
cease and desist order, just and reasonable rates and reparation. 

No. 16200. Oklahoma Traffic Asso. et al., Oklahoma City, Okla., vs. 
A. & V. et al. 

Unjust, unreasonable rates in violation of the long-and-short- 
haul clause of the act on denatured alcohol from Westwego and 
New Orleans, La., and points taking the same rates to Oklahoma 


VS. 


Vol XXXIV, No. 13 


City and other Oklahoma points. Asks cease and desist order, 
just and reasonable rates and reparation. 
No. 16201. Acme Coal Co., Indianapolis, Ind., vs. C. C. C. & St. L. 

Unjust and unreasonable demurrage charges on coal shipments 
to Indianapolis. Asks cease and desist order and reparation. 

No. 16202, Corn Products Refining Co., New York City, vs. Belt Ry. 
of Chicago et al. 

Unjust, unreasonable and prejudicial rates on glucose or corn 
syrup from Argo, Ill., to Atlanta, Ga. Asks reparation. 

No. bg Sunny Brook Distillery Co., Louisville, Ky., vs. Santa Fe 
et . 

Unjust, unreasonable and prejudicial rates and charges in viola- 
tion of Section 6 in connection with carload shipment of whiskey 
in May, 1920, from Louisville, Ky., to El Paso, Tex., and returned 
from that point to Louisville. Asks reparation. 

No, a ental Co. et al., Cedar Rapids, Ia., vs. Santa 

e et al. 

Unjust, unreasonable and preferential rates on tank cars of 
fuel oil from points in Oklahoma and Missouri to Cedar Rapids, 
Ia., Des Moines, Ia., and Waterloo, Ia. Asks reparation. 

No. 16205. Knight Iron and Metal Co., Birmingham, Ala., vs. Gulf, 
Mobile & Northern et al. 

Unjust and unreasonable charges on scrap iron from Mobile to 
Birmingham, Ala., in interstate commerce. Asks reparation. 

No. Ps a 4 ar Ohio Body and Blower Co., Cleveland, O., vs. A. C. 
. et al. 

Alleges that for shipment of automobile bodies in C. F. A, 
territory complainant requires and has required cars not less 
than 10 feet high for loading of said shipments; that defendant, 
N. Y. C. & St. L., has in some instances furnished two cars of 
lesser height in lieu of car ordered, and seeks to collect charges 
which would have applied on the two cars if shipped separately, 
which complainant says is in violation of Section 1 of the act. 
Asks cease and desist order, removal of practice complained of, 
and reparation. 


No, 16207. Rumford Chemical Works et al., Providence, R. I., vs. 
New Haven et al. 

Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates on baking powder because of classification of that commod- 
ity; contends that there should be the same classification on 
baking powder, in cans or cartons, both carloads and less carloads, 
as on self-rising flour, and should be the same classification on 
baking powder in glass as in tins, and that it is desirable to have 
a uniform classification on baking powder in the Official, Western 
and Southern classification. Asks cease and desist order, just 
and reasonable rates and classification. 

No, 16208. Cook & Swan Co., Inc., New York, N. Y., vs. Central of 
New Jersey et al. 

Unjust and unreasonable charges on fish oil from Bayway, N. J., 
to Marcus Hook, Pa., between Bayway, N. J., and Philadelphia, 
and from Mystic, Conn., Franklin City, Va., Amagansett, N. Y., 
and Baltimore, to Bayway, N. J. Asks cease and desist order and 
reparation. 

No. 16209. Milton Hopfenmaier, Washington, D. C., vs. B. & O. et al. 

Unjust and unreasonable rates and charges on inedible tallow 
and inedible grease from Georgetown and Bennings, D. C., to 
Jersey City, Port Ivory, Brooklyn and New York harbor lighter- 
age points. Asks cease and desist order, just and reasonable 
rates, and reparation. 

No. 16210. Arthur H. Bryant, Alexandria, Va., vs. B. & O. et al. 

Unjust, unreasonable, preferential or prejudicial charges on 
agricultural limestone from Alexandria, Va., to points in Mary- 


land. Asks cease and desist order, just and reasonable rates and 
charges and reparation. 


No. 16211. Mapl-Flake Mills, Inc., Chicago, Ill., vs. Santa Fe et al. 

Complains of fifth class rates on macaroni products from Cleve- 
land and Battle Creek to various interstate destinations as in vio- 
lation of sections 1 and 3 of the act. Asks for reasonable and 
non-discriminatory rates and reparation. 

No. 16212. A. S. Lambertson Co., Inc., Washington, D. C., vs. Central 
of New Jersey et al. 

Alleges mis-billing of car of potatoes from Freehold, N. J., to 
Statesville, N. C. Asks reparation. 

No. 16213. H. J. Duvall, receiver of the Kansas & Oklahoma Ry. Co. 
vs. Chicago, Rock Island & Pacific. 

Complainant alleges that he has requested publication of reason- 
able joint through rates and has exhausted every effort to enter 
into a fair and reasonable mutual arrangement with the defend- 
ant with respect to such rates from Stateline and Milner, Kans., 
and that rates as now established are unreasonable, discriminatory 
and preferential. Asks that defendant be required to publish 
joint through rates from Stateline and Milner. 


No. 16214. Oklahoma Traffic Association et al., Oklahoma City, vs. 
Aberdeen & Rockfish et al. 

Unreasonable and unlawful rates and classification ratings on 
old and new automobile electric armatures between Oklahoma 
City, Okla., and Indianapolis, Ind., on the one hand, and all points 
in the United States on the other. Asks cease and desist order, 
just and reasonable rates and ratings and reparation. 

No. 16215. A. Joseph, Aberdeen, Wash., vs. Oregon-Washington R. R. 
& Navigation Co. et al. - 

Unjust, unreasonable, discriminatory and prejudicial rates, in 
violation of the long-and-short-haul clause, on unfermented grape 
juice from Melvin, Calif., to Tacoma and Aberdeen, Wash., and 
Portland, Ore. Asks cease and desist order, just and reasonable 
rates and reparation. 


No. 16216. Clements Paper Co. et al., Nashville, Tenn., vs. Tennessee 
Central et al. 

Unjust, unreasonable, discriminatory, prejudicial, preferential 
charges and rates, in violation of sections 4 and 6, on printing 
paper made of wood fibre, from Spring Grove, Pa., to Nashville, 
Tenn. Asks cease and desist order, just and reasonable rates, 
and reparation. 


No. a — Chamber of Commerce of Boulder, Colo., vs. Santa 

e et al. 

Alleges that the City of Boulder is being unduly and unreason- 
able discriminated against by the defendants because it is not 
given a common rate passenger fare together with Denver, Colo- 
rado Springs and Pueblo. Asks cease and desist order and that 
defendants be required to anply in the future to the transportation 
of passengers to Boulder the same rates as are now applied to 
Denver, Colorado Springs and Pueblo. 

No. 16218. Mississippi Farm Bureau Truck Association, Jackson, 
Miss., vs. A. & V. et al. 

Unjust and unreasonable rates for refrigeration on cabbage, 
tomatoes and berries, and unjust and unreasonable rates on all 
fruits and vegetables from points in Mississippi to various desti- 
nations in the United States. Asks just and reasonable through 
joint rates and just and reasonable rates for refrigeration on 
shipments of cabbage, tomatoes and berries, and reparation. 
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No, —.. ~ om E. Hubbard et al., Bench, Idaho, vs. Oregon Short 
ne et al. 

Unjust, unreasonable and discriminatory charges on shipments 
of potatoes from Grace, Idaho, to Los Angeles, Calif., because of 
oReged misrouting. Asks reparation. 

1 . The Was-Cott Corporation, North Tazewell, Va., vs. 
Kanawha, Glen Jean & Eastern et al. 

Unjust, unreasonable rates on ginger ale, root beer and min- 
eral water, in glass bottles, packed in bottle carriers, in boxes 
and in barrels, less carloads, from Tazewell, Va., to points in West 
Virginia, and on shipments of empty returning bottles from said 
points to Tazewell; also alleges discriminatory and preferential 
rates from Virginia gy to points in West Virginia. Asks cease 
and desist order and just and reasonable rates. 

No. 16221. American Pearl Button Co., Washington, Ia., vs. Chicago 
& Northwestern et al. 

Unjust, unreasonable, discriminatory and preferential rates on 
shells from Pecatonica, Ill., to Washington, Ia. Asks cease and 
desist order, just and reasonable rates, and reparation. 

No. 16222. Pigeon Creek Coal Co., Booneville, Ind., vs. Southern. 

Alleges that defendant has failed to provide complainant with 
@ reasonable supply of coal cars for its bituminous coal mine near 
Booneville, and has damaged complainant in the sum of $250,000. 
Asks reparation. 

No. 16223. Peter Olson, Muscatine, Ia., vs. Minneapolis, St. Paul & 
Sault Ste. Marie et al. 

Unjust, unreasonable, discriminatory rates on granite and 
marble from Montello, Wis., to Muscatine, Ia. Asks cease and 
desist order. just and reasonahle rates. and reparation. 

No. 16224. Norfolk-Portsmouth Freight Traffic Association, Norfolk, 
Va., vs. Aberdeen & Rockfish et al. 

Unjust and unreasonable refrigeration charges on vegetables 
and berries from Virginia ee 2 B points to destinations desig- 
nated in Table 88 in Perishable Protective Tariff No. 2, agent 
Dearborn’s I. C. C. No. 1; also unjust and unreasonable minimum 
of 15,000 pounds on strawberries when shipped in refrigerator cars 
from points in Virginia to destinations set forth in Item 99 Penn- 
sylvania tariff G, O.-I. C. C. No. 14053. Asks cease and desist 
order, just and reasonable charges and minimum weight. 

No. 16225. Nebraska Bridge Supply & Lumber Co., Omaha, Neb., vs. 
Director General, as agent. ; 

Unjust and unreasonable rates on cedar logs, posts, poles and 
piling from Silver Springs, Christiana and Lavergne, Tenn., to 
Smyrna, Tenn., and from Montague, Ala., to Cards, Ala. Asks 
reparation. 

No. 16226. Omaha Chamber of Commerce, Omaha, Nebr., vs. Aberdeen 
& Rockfish et al. 

Alleges that rates published and maintained by defendants on 
transportation of like property between points in Illinois, Wiscon- 
Indiana-Illinois state line, and north and south of the Ohio and 
Potomac rivers, which are relatively higher, distance and trans- 
portation conditions considered, than the rates in effect for the 
transportation of property between Omaha and points east of the 
sin, Minnesota, Iowa and Missouri, on the one hand, and territory 
east of the Illinois-Indiana line, etc., are unjust, unreasonable, 
prejudicial and preferential. Aske cease and desist order, just, 
reasonable and lawful rates and charges, and reparation. 

No. 16227. Wilson & Co., Inc., et al., Chicago, Ill., vs. C. & O. 

Excessive, unreasonable, discriminatory and preferential or 
prejudical rates on fresh meat and packing house products between 
Chicago and destinations in Kentucky and West Virginia ‘on the 
Big Sandy division and Huntington division of the C. & O. Asks 
for through rates and per car minima and reparation. 

No, 16228. St. Joseph Lead Co., Bonne Terre, Mo., vs. L. & N. et al. 
bee gene unreasonable, discriminatory and_ preferential oF Reets- 
dicial rates on mine run coal from Coil and Sunset Mine, Ky., to 
Bonne Terre, Leadwood and Rivermines. Mo. Asks reparation. 
No. — Watab Paper Co., Sartell, Minn., vs. Northern Pacific 
et al. 

Unjust, unreasonable, discriminatory and prejudical rates on 
pulpwood from Hendrie and Soo Junction, Mich., to Sartell, Minn. 
Asks reparation. , 

No. ra gden Grain Exchange, Ogden, Utah, vs. Arizona Eastern 
et al. ' 

Alleges rates on grain and grain products from all stations in 
Idaho, Montana, Oregon and Wyoming, on the Oregon Short 
Line from all stations in Utah on the lines of the defendants; 
and from stations in Colorado west of Colorado common points 
on the main line of the Denver & Rio Grande Western to all sta- 
tions on the lines of the defendants in Arizona and California 
to Portland, Astoria and Seattle, are unreasonable and in viola- 
tion of sections 3 and 4. Asks for just and reasonable rates. 

No. 16231. Theodore Hamm Brewing Co., St. Paul, Minn., vs. James 
Cc. Davis, Chicago, Rock Island & Pacific et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pre- 
judicial rates on empty returned beverage packages from Little 
Rock and Ft. Smith, Ark., to St. Paul, between March 1, 1918, 
and December, 1918; also in violation of the fourth section. 
Asks for just and reasonable rates. 

No. 16234. Durham Coal & Iron Co. and Chattanooga Coke and Gas 
Co., Chattanooga, Tenn., vs. Central of Georgia et al. 

Unjust, unreasonable, unjustly discriminatory and unduly 
prejudicial rates on coke from Durham and Chickamauga, Ga., 
and Chattanooga and Alton Park, Tenn., to destinations taking 
rate basis No. 3 in Countiss’ I. C. C. 1114. Asks for a rate or 
rates not exceeding the rate or rates from Birmingham, Ala., 
and reparation. 

ane ae > T. Baker & Co., Inc., Philadelphia, Pa., vs. Reading 

‘o. et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pre- 
judicial rates on ten carloads of cotton plush, unfinished, shipped 
between July 10, 1923, and January 24, 1924, from Manayunk 
(Philadelphia), to Dundee, N. J. Asks for reasonable rates and 
reparation. 


No. ag Mineral Point Zinc Co., Depue, Ill., vs, Chicago & Alton 
et al. 


No. 


Alleges unduly prejudicial rates on zine ore and concentrates 
from the Joplin-Miami or tri-state field to Danville, Ill, to the 
disadvantage of Depue and Howe, Ill. Asks for reasonable, non- 
prejudicial and non-preferential rates. 

No. 16239. Application of Southern Pacific and Albion Lumber Com- 
pany under Section 5 of the Interstate Commerce Act, as amend- 
ed by Section 11 of the Panama Canal Act, for authority for the 
operation of lumber steamers by the lumber company between 
Albion and Pacific Coast ports south of San Francisco in con- 
nection with the lumber business of the Albion company. 

No. 16240. Bosse Coal Co., Indianapolis, Ind., vs. Southern Railway. 

Alleges the Southern Railway failed to furnish coal cars in 
September, October, November and December, 1922, and Janu- 
ary, February and March, 1923, sufficient to operate its mines to 
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capacity or with a pro rata share of te coal cars. Asks fo, 
damages amounting to $100,000. 

No. 16241. Lone Star Gas Co., Dallas, Tex., vs. Cleveland, Cincinnatj 
Chicago & St. Louis et al. ‘ 

Unjust, unreasonable and unjustly discriminatory rates op 
two carloads of solid asphaltum from Franklin, Pa., to Ranger 
Tex., in April, 1924. Asks for reasonable rates and reparation 

No. 16242. The Boyle-Dayton Company, Los Angeles, Calif., vs. At- 
chison, Topeka & Santa Fe et al. 

Alleges application of inapplicable and unlawful rates on glass 
lamp globes, boxed, L. L., from Cincinnati to Los Angeles 
in that it exceeded the rates from Brighton and Cincinnati carrieg 
in Countiss’ I. C. C. 1101 and Countiss’ I. C. ©. No. 1114. Asks 
for a cease and desist order and reparation. 

No. 16244. Jackson Traffic Bureau, Jackson, Miss., for Enochs Lum- 
ber and Manufacturing Co., vs. Illinois Central and Yazoo & 
Mississippi Valley. 

Alleges unjust and unreasonable rates on sash, doors and mill 
work in the white from Jackson to Ethel and from Jackson to 
Baton Rouge, in that the rates were in violation of Section 4. 
Asks for cease and desist order and reparation. 

No. 16245. Lake County Manufacturing Co., Dyersburg, Tenn., ys, 
= - Davis, Nashville, Chattanooga & St. Louis and Illinois 

entral. 

Unreasonable rates and charges on export cotton form Union 
City, Tenn., compressed at Dyersburg, Tenn., and exported vig 
New Orleans in December, 1919, and January and February, 1920, 
ela a cease and desist order, and reparation amounting to 

No. 16246. Eastman Kodak Co., Rochester, N. Y., vs. James (. 
Davis, Director-General of Railroads. 

Unjust and unreasonable, and unjustly discriminatory rates 
on sand and gravel from Scottsville, N. Y., to Rochester, N. Y., 
in November and December, 1919. Asks for a cease and desist 
order and reparation. : 

No. 16247. Knoxville Iron Co., Knoxville, Tenn., vs. Louisville & 
Nashville and Ohio & Kentucky. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on bar iron from Knoxville to points on the Ohio & 
Kentucky Railway, to Lexington or Winchester, Ky. Asks for 
reasonable rates and reparation. 

No. 16248. Edward Hines Yellow Pine Trustees, Chicago, Ill., vs. 
Cincinnati, Saginaw & Mackinaw et al. 

Unjust and unreasonable rates on single and double carloads 
of yellow pine piling from Lumberton and Ansley, Miss., to Bam- 
field, Mich. Asks for a cease and desist order and reparation. 





INTERLOCKING DIRECTORATES, ETC. 


Charles Beck and William F. Bode have been authorized 
to hold the positions of vice-president and assistant secretary, 
respectively, of the Oregon Shore Line Railroad Company, Ore- 
gon-Washington Railroad & Navigation Company, and Union 
Pacific Railroad Company, in addition to holding a directorship 
a the Camas Prairie Railroad Company and various other 

nes. 

Erle D. Luce, Rufus C. Jones and Severn Solverson have 
been authorized by the Commission to hold various offices with 
the Electric Short Line Terminal Company and Minnesota West- 
ern Railroad Company. 

P. B. Jeffries has been authorized to hold the positions of 
chief engineer of the Alabama & Vicksburg Railway Company 
and Vicksburg, Shreveport & Pacific Railway Company. 

Clarence F. Post has been authorized to hold the position 
of purchasing agent with the Deep Creek Railroad Company, 
Tidewater Southern Railway Company, and Western Pacific 
Railroad Company. 

William S. Hutchison has been authorized to hold the office 
of director of the Brownwood North & South Railway Company 
in addition to positions previously authrized. 


CHANGES IN DOCKET 


Hearing in No. 16036, Florence Chamber of Commerce vs. 
C. of Ga. Ry. et al., assigned for September 25, at Florence, 
Ala., before Examiner Cheseldine, was postponed to a date to 
be hereafter fixed. 

The hearing in I. and S. 2223, farm wagons and related 
articles in the Southwest, set before Examiner Shanafelt at 
Chicago, September 25, was cancelled. 


LOCATION OF CARS 


The percentage of home cars on home roads (class I) as 
of September 1 was 67.1, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
The percentages by classes of equipment were as _ follows: 
Box, 55.5; refrigerator, 75; coal and coke, 75.6; stock, 80.3; flat, 
77.5; and others, 94.6. 

The percentages by districts, for all classes of equipment, 
were as follows: Eastern, 57.3; Allegheny, 75.9; Pocahontas, 
64.2; Southern, 62.2; Western, 71.3. 


TELEPHONE CONSOLIDATIONS 


The Chesapeake & Potomac Telephone Company of Virginia 
has been authorized by the Commission to acquire certain prop- 
erties of the Cumberland Valley Telephone Company of Balti- 
more. The Bell Telephone Company of Pennsylvania has been 
authorized to acquire certain properties of the Columbia Tele- 
phone Company, and the latter company has been authorized to 
acquire certain properties of the former company. 
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Illinois Central System Seeks to Encourage 


Interest in Diversified Farming 


The Illinois Central System rejoices to observe the better prices which farm products 
are bringing. When the farmer can buy, all business is stimulated. It is also gratifying 
to know that many farmers are. insuring themselves against the danger of losses in the 
future by diversifying their crops. This program is one that has long been urged by the 
farm experts in the service of the Illinois Central System. 


Farming has undergone great changes in recent years. Many of us who are yet 
comparatively young can remember when land and labor were cheap and the soil was 
highly productive. Farming was a simple proposition then. Farmers grew what they 
could grow with the least trouble. They gave little thought to retaining the fertility of 
their soil and to economies in operation and management. They sold their products at 


a small margin of profit, and yet they were able to provide for their families in keeping 
with the standard of living of those days. 


The reason for their success is plain. Their cost of production was low, their cost 
of living was low, and their manner of living was simple. Now their cost of produc- 
tion is high, their cost of living is high, and their manner of living is much more complex 
than it was. The present higher standard is the right of every American citizen. But 
if the farmer is to live in accordance with the modern standard of living, he must farm in 
accordance with the modern standard of farming. 


Intensive methods must be used to make farming profitable. Suitable crops should 
be planned for the soils. Intelligent study of the various grains, grasses, vegetables and 
fruits, to determine the types of soil for which they are best adapted, may turn losses 
into profits. The farmer who plants poor seed instead of tested seed and gets only half 
of a crop is letting half of his land lie idle, while his labor and expense are as great as if 
the land were producing to capacity. Labor expended in planting, cultivating and harvest- 
ing a field which produces only half of a crop is 50 per cent wasted energy. 


One-crop farming is not successful farming. It means taking chances on the weather 
and the market and continually robbing the soil of its fertility. Diversified farming means 
livestock on the farm. It means dairying. It means poultry. It means a wise choice of 


crops. It means having something to sell throughout the year. It means growing one’s 
own food. 


In deciding upon the kind of livestock to raise, the farmer of course chooses the kind 
that he believes will be the most profitable. A good dairy cow cannot be beaten as a 
steady income producer. No farmer can afford to feed scrub dairy cows. He may not 
be abJe to buy purebred cows, but he can at least buy high grade cows, and he should 
mate them to purebred sires whose ancestors were high producers of milk and butterfat. 


The man who farms in this way insures himself against losses. Under all condi- 
tions he is better off than the one-crop farmer, because he has some hogs and chickens, 
a few dairy cows and a garden, and he is growing a large part of the food required by 


his family, thus reducing his living expenses to the minimum without reducing his stand- 
ard of living. 


The Illinois Central System maintains a Development Bureau composed of trained 
and practical men whose duty it is to co-operate with farmers in the territory served 
by this railroad. The services of these men may be obtained free of charge upon request. 
They are prepared to visit any community on our lines where they can be of assistance 
to farmers. We are glad to have our farmer patrons use this-organization freely. 


Constructive criticism and suggestions are invited. 


C. H. MARKHAM, 
President, Illinois Central System. 
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Docket of the Commission 





Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be. noted elsewhere. 


September 29—Omaha, Neb.—Examiner Copenhafer: 
16077—Adams & Kelly Company et al. vs. Santa Fe et al. 
September 29—Chicago, Ill.—Examiner Shanafelt: 

ee of Trade of the City of Chicago vs. C. B. & Q. R. R. 
et al. 

September 29—Washington, D. C.—Examiner Pattison: 

Val, Dkt. No. 83—In re tentative valuation of the property of Toledo. 
St. Louis & Western Railroad Company. 

September 29—Washington, D. C.—Examiner Almond: 

—r No. 606—Guaranty settlement with Mammoth Cave Rail- 
road. 

September 30—Washington, D. C.—Examiner Boles: 

Finance No. 4259—In the matter of the application of the Morgan’s 
Louisiana & Texas R. R. & S. S. Co., for authority to acquire 
control by stock ownership of the Franklin & Abbeville Railway 
Company. 

September 30—New York, N. Y.—Interstate Commerce Commission 
and Public Service Commission of New York: 

1. & S. No. 1933—Commutation fares between points on the N. Y. 
N. H. & H. R. R. 

September 30—Hays, Kans.—Public Utilities Commission of Kansas: 

Finance No. 3529—In the matter of the application of the Golden 
Belt Railroad of Kansas for a certificate of public convenience and 
necessity authorizing it to construct a line of railroad. 

September 30—Washington, D. C.—Examiner Flemizg: 

15771—(and Sub. No. 1.)—Greenbrier & Eastern Railroad Co. vs. 

Sewell Valley Railroad Co. et al. 
September 30—Macon, Ga.—Examiner McGrath: 


1. and S. No. 2204—Peaches, Alabama, Georgia and Tennessee to 
Eastern points. 


September 30—Omaha, Neb.—Examiner Copenhafer: 
I. and S. No. 2199—Protective service rules against cold on perish- 
able freight. 
October 1—Topeka, Kan.—Examiner Money: 


12578—Iola Cement Mills Traffic Ass’n. et al vs. Director General, 
Santa Fe et al. 


15117—Iola Cement Mills Traffic Assn. et al. vs. Santa Fe et al. 
16138—The Atlas Portland Cement Co. (of Kansas) vs, Santa Fe 


et al. 
a oe Cement Mills Traffic Association et al. vs. A. V. I. Ry. 
e \ 
October 1—Washington, D. C.—Examiner Smith: 
15799—The Triad Corporation vs. Central of Georgia Ry. et al. 
October 1—Argument at Washington, D. C.: 
1, and S. No, 2104—Sugar, Macon territory to Southwestern states. 
Portions of fourth section applications Nos. 699, 700 and 701, 
filed by Agents Leland and Tucker, In re sugar rates from Macon, 
a territory to Arkansas, Louisiana, Missouri, Oklahoma and 
exas. 
1. and S. No. 2160—Improved wool, Boston, Mass., and New York, 
N. Y., to La Porte and Mishawaka, Ind. 
October 1—Columbus, O.—Public Utilities Commission of Ohio: 
Finance No. 4166—In the matter of the application of the Lorain, 
Ashland & Southern R. R. Co. for a certificate of public con- 
=—* and necessity authorizing it to abandon its line of rail- 
road. 
October 1—Washington, D. C.—Assistant Director Burnside: 
Finance No. 3908—Excess income of St. Louis & O’Fallon Ry. Co. 
Finance No. 4026—Excess income of Manufacturers’ Railway Com- 
pany. 
OctOber 1—Chicago, Ill.—Examiner Shanafelt: 
* 16227—Wilson & Co., Inc., et al. vs. C. & O. Ry. 
October 1—Washington, D. C.—Examiner Carter: 
13313—Michigan Traffic League vs. Ann Arbor R .R. et al. 
October 2—Argument at Washington, D. C.: 
9200—Railway Mail Pay. : 


1. and S, No. 2158—Storage rules on fruit and vegetables at Pitts- 
burgh, Pa. 


October 2—Sioux City, Ia.—Examiner Copenhafer: 
15728—Sioux City Live Stock Exchange vs. C. & N. W. Ry. et al 


October 3—Chicago, IlIl.—Examiner Shanafelt: 

15724—Indian Refining Company, Inc. vs. L. & N. R. R. et al. 

October 3—Argument at Washington, D. C.: 

Finance No. 4049—In the matter of the application of the Missouri 
Pacific R. R. Co. for authority to acquire control of New Orleans, 
Texas & Mexico Ry. Co. and to issue all or any part of $18,000,000 
principal amount of Mo. Pac. R. R. Co., N. O. T. & M. Ry. Co. 
collateral 7% fifteen-year gold notes. 

Fnance No. 3478—Control of International-Great Northern R. R. by 
New Orleans, Texas & Mexico Ry. 

October 3—Washington, D. C.—Examiner Brown: 

Finance No. 4305—In the matter of the application of the Mississippi 
Southern R. R. for authority to acquire control, by lease, of the 
line of the Gulf & Ship Island R. R. Co., extended from a point 
at or near Lumberton to Maxie, a distance of approximately six- 
teen miles. 

October 4—Chicago, Ill—Examiner Shannafelt: 

* 1. and S. No. 2232—Cement-Plaster, Pyramid and Sweetwater, Tex., 
to St. Louis Southwestern Railway stations in Arkansas, Illinois 
and Missouri. 

October 6—Sioux City, Ia.—Examiner Copenhafer: 

1. and §. No. 2215—Grain and grain products from Iowa and Ne- 
braska to St. Louis, Mo., and related points. 

October 6—Chicago, Ill.Examiner Shanafelt: 

* 11659—Marion & Eastern Railroad Co. vs, C. & E. I. R. R. et al. 


October 6—Washington, D. C.—Director Mahaffie: 


Finance No. 3803—Excess income of the Lehigh & New England 
; Railroad Company. 


. 
October 7—Washington, D. C.—Examiner Davis: 

Finance No. 4308—In the matter of the joint application of the Bel 
Telephone Co. of Pennsylvania and Morrison’s Cove Telephone (Co, 
for a certificate of advantage and public interest. 

Finance No. 4309—In the matter of the joint application of the Belj 
Telephone Co. of Pennsylvania and the Bedford-Fulton Telephone 
Co. for a certificate of advantage and public interest. 


October 8—Washington, D. C.—Director Mahaffie: 
* Finance No. 3859—Excess income of New York Central Lines. 


October 8—Argument at Washington, D. C.: 
14068—Hopeman Material Company et al. vs. Nor Pac. Ry. et al. 
Il. and S. No. 1674—Gravel and sand from Barnesville, Downer and 
Downer Pit, Minn., to Fargo, N. D. 
14162—Industrial Commission of North Dakota vs. Nor. Pac. Ry. 
14092 (and Sub. No. 1.)—South Carolina Produce Association vs, 
Aberdeen & Rockfish R. R. et al. 
Portions cf fourth section applica.ions Nos. 703 et al., filed by 
A. C. L. R. R. et al., In re rates on vegetables from points on 
Ss. A. L. R. R, A. C. L. R. R., Southern Ry. etc., to Virginia 
Cities, Eastern and Interior Eastern Cities, Ohio and Mississippi 
River crossings, C. F. A. territory, etc. 
i aa Carolina Asparagus Growers’ Association vs. Southern 
y. et al. 
October 9—St. Louis, Mo.—Examiner Copenhafer: 
15761—Fifth and Ninth Districts Coal Traffic Bureau vs. C. R. I. & 
P. Ry et al. 

October 9 and 10—Argument at Washington, D. C. 

14940—A pplication of rates on cotton to gulf ports. 
=——_ Crump & Company vs. Abilene & Southern Ry. 
et al. 

October 10—Argument at Washington, D. C.: 

* 12244—Corporation Commission of Oklahoma vs. Abilene & Southern 
Ry. et al. (and cases consolidated therewith, including Docket 
Nos. 13518, 14927 and 14321). 

* Fourth Section Applications Nos. 671 and 12291—Filed by Agent Le- 
land—In re rates on grain, grain products, seeds, hay and straw, 
between points in Oklahoma and points in Texas, etc. 

October 13—Kansas City, Mo.—Examiner Barclay: 

15682—Missouri-Kansas-Texas Railroad Company vs. Kansas City 
Terminal Ry. 
October 13—Washington, D. C.—Assistant Director Burnside: 
Finance No. 3652—Excess income of the Cambria & Indiana Rail- 
road Company. 

* 12066—Construction and repair of railway equipment (with refer- 

October 14—Tupelo, Miss.—Examiner Hillyer: 

* 16115—Northeast Mississippi Traffic Bureau vs. A. & V. Ry. et al. 

October 15—New Haven, Conn.—Examiner Oliver: 
ence to equipment of N. Y. N. H. & H. R. R. and C. N. E. Ry.). 

—. 15—Fort Worth, Texas—Commissioner Cox and Examiner 

eal: 
15584—Sinclair Refining Company et al. vs. A. & W. Ry. et al. 
15585—Miller Petroleum Company et al. vs. A. & W. Ry. et al. 
16065—Barnsdall Refining Company et al. vs. L. & A. Ry. et al. 
“a aa Texas Petroleum Traffic Bureau vs. La. Ry. & Nav. 
oO. et al. 


October 15 and 16—Argument at Washington, D. C.: 
Fourth Section Application No. 12436—Reduced rates on commodities 


from originating territory west of the Indiana State line to Pa- 
cific Coast terminals. 


October 16—Jackson, Miss.—Examiner Hillyer: me 
* 16019—Chess & Wymond Co. of Louisiana vs. A. & V. Ry. et al. 
* 16034—H. F. Stanley Lumber Co. vs. A. & V. Ry. et al. 


October 17—Jackson, Miss.—Examiner Hillyer: 

* 16004—Crystal Springs Manufacturing Co. vs. Ill. Cent. R. R. et al. 

* 16133—Jackson Traffic Bureau, for Hannah Distributing Co. et al. 
va. A. & V.. Ry. ot al. 


October 17—Argument at Washington, D. C.: 
13026—Wichita Motors Company vs. A. & V. Ry. et al. 
a oe Oil and Refining Company vs. Dayton Goose Creek 
y. et al. 


15085—State Corporation Commission of New Mexico et al. vs. 
Santa Fe et al. e 


October 18—Argument at Washington, D. C.: 

15356—Kentwood Ice Manufacturing and Bottling Works vs. Amer. 
Ry. Express Co. 

oa Light & Power Company et al. vs. Ariz, Eastern R. R. 
et al. 

October 18—Argument at Washington, D. C.: 

14539—K. E. Brister et al. vs. V. S. & P. Ry. et al. 

October 20—Kansas City, Mo.—Examiner Fleming: . , 

* 1, and S. No. 2222—Wheat bran from and to points in Western 
Trunk Line territory. 

October 20—Jackson, Miss.—Examiner Hillyer: 

* 14980—Greenwood Chamber of Commerce et al. vs. A. & V._ Ry. 
et al. Portions of fourth section application No. 2061, filed by 
Agent Tucker. In re rates on classes and commodities from points 
in . F. A. territory. to Greenwood, Yazoo City, Greenville, 
Sorinth, Tupelo, West Point and Aberdeen, Miss. 

October 20—Washington, D. C.—Examiner Law: 

Finance No. 3672—Excess income of the Chicago & Illinois Midland 
Railway Company. 

October 20—Washington, D. C.—Examiner Pattison: 

Val. Dkt. No. 235—In re tentative valuation of the properties of the 
Virginian Railway Company and the Virginian Terminal Railway 
Company. 

October 20—Argument at Washington, D. C.: 

14860—Mississippi Railroad Commission, Clayton D. Potter, Attorney 
General,, vs. Aberdeen & Rockfish R. R. et al. 

15206—Traffic Bureau of Knoxville et al. vs. A. C. L. R. R. et al. 

15258—T raffic Bureau of Knoxville et al. vs. Can. Pac. Ry. et al. 

October 21—Washington, D. C.—Examiner Smith: 

* 15216—John W. Buckland, trading as National Slag Company vs. 
B. € A. “Ry. ‘t ‘al. 
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nion Pacific 


The origin of ifs name 




























This great railroad, whose construction 
was Started in the days of the Civil 
War, was built to meet the necessity, 
recognized by Lincoln and other states- 
men, of holding the Union together, 
uniting the East and the West in com- 
mon national brotherhood and meeting 
the commercial needs of the rapidly 
growing nation. ‘Therefore, its appro- 
priate name. 


It is a name that has won deserved 
distinction. It has back of it over 50 
years of progressive railroading. It 
stands for a railroad maintained at the 
highest standard of physical excellence 
and second to none in the safe and 


prompt handling of passengers and 
freight. 


Traffic Agencies 


Complete information regarding passenger and freight service 
cheerfully furnished by any Union Pacific representative. 
Offices are maintained at principal cities throughout the country. 



















ATLANTA, GA......ceceees 49 N. Forsyth St. KANSAS CITY, MO........... 805 Walnut St. REDLANDS, CAL........se000. 14 Cajon St. 
BIRMINGHAM, ALA. ....ist Ave. & 20th St. LINCOLN, HEB... cccccoscccee 204 N. 11th St. RENO, NEVADA....Second and Center Sts. 
BOISE, IDAHO........... 8th & Bannock Sts. LONG BEACH, CAL., ...120 W. Ocean Blvd. RIVERSIDE, CAL........ ssee-- 680 Main St. 
BOSTON, MASS.......... 294 Washington St. LOS ANGELES, CAL...... .221S. Broadway SACRAMENTO, CAL......... 1006 Fourth St. 
BEES Bate SOE Etec ccccescceceses 48. Main St. MILWAUKEE, WIS........ 221 Grand Ave. SAN PEDRO, CAL............ 521 Beacon St. 
CHEYENNE, WYO........ 1605 Central Ave. MINNEAPOLIS, MINN... ...125 S. Third St. SALT LAKE CITY, UTAH.... 10 S. Main St. 
CHICAGO, ILL......... 58 E. Washington St. NEW ORLEANS, LA.....226 Carondelet St. SAN DIEGO, CAL......... 4th and Plaza Sts. 
CINCINNATI, O. ........ ..:.4th & Vine Sts. SOOT SUM, Bee We cccccscess 280 Broadway SAN FRANCISCO, CAL....... 673 Market St. 
CLEVELAND, O..... Euclid Ave. & E.9th St. OAKLAND, CAL.......... 433 Fourteenth St. SEATTLE, WASH.......... 1405 Fourth Ave 
COUNCIL BLUFFS,IA............ 37 Pearl St. OCEAN PARK, CAL............ 149 Pier Ave. SIOUX CITY, IOWA,....... 520 Nebraska St. 
DALLAS, TEX....... Commerce & Akard Sts GOB, WIUATE oo cesccccscccssces 390 24th St. SPOKANE, WASH ........ 727 Sprague Ave. 
DENVER, COLO.......... 601 Seventeenth St. PASADENA, CAL........403 E. Colorado St. ST. JOSEPH, MO., Frederick Ave. & Felix St. 
DES MOINES, IA........... 6th & Locust Sts. PHILADELPHIA, PA.....15th & Market Sts. BE EA BBs cvccccscsevececss 611 Olive St. 
DETROIT, MICH....127 Lafayxtte Bivd., W. PITTSBURGH, PA. Smithfield St. & 6th Ave. TACOMA, WASH...........- 106 S. Tenth St. 
FRESNO, CAL., Tulare St, & Van Ness Ave. PORTLAND, ORE........0.. :++ Pittock Block TORGINTO, GWE. cccccescvcvess 69 Yonge St. 





W. H. MURRAY, General Passenger Agent, Omaha, Nebraska C, J. LANE, General Freight Agent, Omaha, Nebraska 
D. S. SPENCER, General Pass. Agent, Salt Lake City, Utah H.E.GODWIN, General Freight Agent, Salt Lake City, Utah 
WM. McMURRAY, Gen’! Passenger Agent, Portland, Oregon H. E. LOUNSBURY, General Freight Agent, Portland, Oregon 
T. C, PECK, Gen’l Passenger Agent, Los Angeles, California W. F. LINCOLN, General Freight Agent, Los Angeles, Cal. 
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United States Government 
Freight Services 


North Atlantic Ports to Europe and Africa 





AMERICAN MERCHANT LINES | AMERICAN SCANTIC LINE | BLACK DIAMOND LINES 










| Philadelphia Rotterdam 
| aaa uidie el seared New York, Boston, New York , & faa 
] Baki eed dai Londes Baltimore A Sailing every Twenty Days 
| altimore to wu i 
Hampton Roads Leith to —— to Antwerp 
| Two Sailings a Month Co hagen and z 

Philadelphia Lendee E s Two Sailings a Month 

in “ Leith Helsingfors Baltimore Rotterdam 









Two Sailings a Month 






















Two Sailings a Month 
J. H. WINCHESTER & Co., (Inc.) MOORE & McCORMACK CO., 


(Inc.) 


17 Battery Place New York City | 5 Broadway New York City 


Managing Operators 


Hampton Roads to Antwerp 
Boston 











Two Sailings a Month 
BLACK DIAMOND STEAMSHIP CORP., 
67 Exchange Place New York City 
Managing Operators 


AMERICAN EXPORT LINE 


North Atlantic Ports to all Mediter- 
raneanPortsincluding Adriatic, Black 
Sea and Levant Ports, French Med- 







Managing Operators 
































BULL LINES 


North Atlantic Ports 





COSMOPOLITAN LINES 


New York to Rotterdam 
A Sailing every Twenty Days 













to Baltimore iterranean, West Coast of Italy. 
South and East African Ports eae aa so ae Two Sailings a Month , 
a New York North African Ports with Mediter- 
Monthly Sailings Three Sailings a Month ranean or Adriatic Ports as offers. 
‘ : d Monthly Sailings 
West African Ports a a 6S. Greek, Black Sea Ports and Constan- 
See Senge A Sailing every Twenty Days tinople. Monthly Sailings 












Malta, Greek Syrian Coast Ports and 
Alexandria. Two Sailings a Month 
THE EXPORT S. S. CORP., 


25 Broadway New York City 
Managing Operators 


COSMOPOLITAN SHIPPING CO., 
(inc. 


) 
42 Broadway New York City 
Managing Operators 


A. H. BULL & COMPANY 
40 West Street New York City 
Managing Operators 


ORIOLE LINES 



















pete UNITED STATES LINES| YANKEE LINE 
adelphia Glasgow 

Hampton Roads to Cardiff 

Baltimore Avonmouth New York to Southampton 


Baltimore, Hampton Roads, 
Two Sailings a Month 


A Sailing every Three Weeks 










Philadelphia, Boston | 
Liverpool 
Relimnore ‘ Manchester New York to 
ia" — . Cardiff to Hamburg and Bremen 
ree eee — Bremen Two Sailings a Month 
A Sailing every Ten Days Weekly Sailings 
ROGERS & WEBB 
CONSOLIDATED NAVIGATION CO. UNITED STATES LINES . 110 State Street Bost Biods 
22 Light Street Baltimore, Maryland 45 Broadway New York City ate e oston, . 
Managing Operators Managing Operators Managing Operators 












For sailing dates and general information call or write the operators or 






J. T. SMITH G. M. BUSH 
1417— 1st Nat’l Bank Bldg., Detroit, Mich. 519-20 N.Y. Life Bldg., Kansas City, Mo. 












R. J. WHITMIRE F. L. JORDAN 
314—2nd Ave., South, Minneapolis, Minn. 921-922 Planters Bldg., St. Louis, Mo. 






J. Ss HOUSTON T. PARK HAY 
218-20 Cotton Exchange Bldg., Memphis,Tenn. 827-8 Marquette Bldg., Chicago, IIl. 


United States Shipping Board Fleet Corporation 
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PLACING ASIA 
AT YOUR VER’ 


5 the PIONEER TRANS-PACIFIC LINE 


ECSTABLISHED 1867 


Unexcelled Freight Service 
NEXT SAILINGS 


Passengers and Express-Freight 
. gFrom San Francisco to Honolulu, Yokohama, Kobe, 
Highest Shanghai, Hongkong and Manila Lowest 


Marine S. S. President aa por . 14 Insurance 
‘ ye S. S. President Cleveland sails . 1 
' Classification S. S. President Pierce sails .15 Rates 
S. S. President Taft sails . 29 
S. S. President Wilson sails . 13 


and every ] 4 days thereafter 


Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


508 California Street Central Bldg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City 
142 South Clark Street, Chicago, III. 


Managing Agent U. S. SHIPPING BOARD 
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OO! FAST FREIGHT SERVICE ($2 


io Ww ee 
= aS 
\" NOYES 


THIEF RIVER FALLS. 


14 


U 
GRENVILLE 


MINNEAPOLIS, ST. PAUL & SAULT 
STE. MARIE RAILWAY CO. 





VIA THE 


SOO LINE 


BETWEEN 


ALL POINTS 1n Toe EAST ann SOUTH 


AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 


(Fe avold delay, shipments for Canadian destinations must be aecompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLICATE. 
This document must be delivered railroad agent at Initial point with the shipment and accompany same to Canadian port of entry. 











Boston, Mass., 40 Central St. AGENCIES Pittsburgh, Pa., 340 Sixth Ave. 

Buffalo, N. Y., 409-410 Iroquois Bldg. Los Angeles, Cal., 605 So. Spring St. Portland, Ore., 55 Third St. 

Chicage, Ill, 707 Mer. Loan & Trust Bldg. Memphis, Tenn., Porter Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
940 Rookery Bldg. Milwaukee, Wis., 68 Wisconsin St. St. Paul, Minn., 1112 Merchants National 

Chippewa Falls, Wis. 918 Majestic Bldg. Bank Bldg. 

Cincinnati, O., 409 Traction Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St. San Francisco, Cal., 675 Market St. 

Cleveland, O., 1040 Prospect Ave. and Marquette Ave. Sault Ste. Marie, Mich. 

Detroit, Mich., 311 Free Press Bldg. Neenah, Wis. Seattle, Wash., 608 2nd Ave. 

Duluth, Minn., 820 West Superior St. New York, N. Y., Woolworth Bldg. Spokane, Wash., 1006 Old Nat’l Bank Bldg. 

Grand Rapids, Mich., 414 Linquist Bldg, Omaha, Neb., 1025 W. O. W. Bldg. Superior, Wis. 

Indianapolis, Ind., 522 Merch. Bank Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at Waukesha, Wis. 

Kansas City, Mo., 788 Railway Ex. Bldg, 15th, Winnipeg, Man., 608-604 Lombard Bldg. 


ROUTE YOUR FREIGHT-CARE SOO LINE 


a gp ct A ORR AL aL ET ET ATO I LEE LE LLL ALLL ALLELE. LITO LLL DDE OLDS EADIE ELLER LILLE LED EAL LIA 
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Stabilizing An Industry 
Aw 
N outstanding achievement of the present LL these judgments are being rendered Vol} 
decade will be the stabilizing of the rail- and endorsed and applauded in ever- ; 
roads. Multiplying signs of crystallizing pub- widening circles with each new registration é FHA 
lic opinion portend the fundamental change. of enlightened American public opinion. We H. A. PA 
; , 1 
There have been romantic days of railroad hignen? gala caged ong sah ” alae: 
. . the weak and the strong lines—of consoli- 
promotion—hectic days of adventurous financ- : : ‘ 5 saat 
: : ni dations which will promote economy and All s 
ing—disreputable days of stock gambling and , rotifcatic 
- , . j strengthen the railroad structure for its ever- All ¢ 
railroad wrecking—formative days of railroad- , : sl PORATI 
; , ‘ ‘ nr increasing burden yet preserve competition — 
ing viewed as a private industry, and punitive _ 
P : and the channels of trade and commerce—of 
days of the punishment of all for the sins of A ; ONE YE 
‘ adjustments of rate relations among communi- SIX MO 
some and the mistakes of others. They have ' om , . THREE 
: ; : ties and commodities—of relations of rail and SINGLE 
all passed into history and given place to the ‘ , . an 
; ; si water transportation—of the settlement of la- — 
constructive days which foretell the stabiliza- ‘ ‘ 418-43 
“ f > ia sled _ bor troubles and prevention of strikes—but we 
ee ee ee ee are working out these problems and we shall <= 
Realization of the proper role of the railroad finish the job. 
in the nation’s industrial economy rapidly ap- 
proaches, if, indeed, it has not already arrived. The Transportation Act of 1920 is still at- wend 
The rule of reason, mutual trust, co-operation tacked by those who fail to grasp the funda- bees 
and reciprocal appreciation of the interde- mental change in the public attitude and to Neit 
pendence of transportation and other pro- realize that, although the demand for a fair set- But 
ductive industries of the people steadily gain tlement of transportation problems still per- tues 
adherents. sists, mere railroad baiting has ceased to be a tetas 
il . i iti h 
The conviction that a fair return to both labor oer pee 5 nee ese See Sone 
he country’s second greatest industry must prove haw 
and capital is the only guarantee of dependable Sienmee . 
service—that dependable service at fair rates ; any 
and fair wages is better and cheaper and , of 
' In the spread of understanding and the crys- “sit 
preferable to poor service at depressed rates aggre , ; A Pr 
iad ditiaciubiadill iuiadns: dtaiatiies vit tallization of American judgment is daily more ioe 
P se evident the determination—while eliminating in 
The fact that rate relations are more important the faults and mistakes of its formative years - 
than rate levels and that the rate level is fairly —to preserve to the railroad industry the po 
measured not in money but in the exchange priceless quality of private initiative. In this ye 
value of the services and products of the peo- direction reform steadily proceeds, and prom- re: 
ple is more and more clearly perceived. ise of a wise solution constantly grows. th 
| th 
pr 
Fel ten years from the date of its passage it will be hard - 
to find a serious, forward-looking citizen who will be “ 
willing to discuss any change in the great, constructive - 
railroad legislation of 1920, save in the direction of such a 
improvements as experience under it may warrant; and the 
nation’s greatest organized industry will have been stabil- . 
ized on a sound and just and permanent foundation. o 
e 
¢ 
a 
’ 
1 
SOUTHERN PACIFIC LINES [iM 
( 


